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“Route of the Electroliners” covers the de- 
velopment of the Chicago North Shore & Milwau- 
kee during the second half of the railway’s life-- 
the period from approximately 1926 through 1963. 

The first half of the story appeared in 1962 as 
the volume “Interurban to Milwaukee.” 

These bulletins are unofficial reference works 
prepared by members of the Central Electric 
Railfans’ Association working without salary in 
GOs the interest of the subject as a hobby. 
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Passing from the transportation picture in 
northern [Illinois and southern Wisconsin during 
1963 was the Chicago North Shore & Milwaukee 
Railway, popularly known as North Shore Line. 
Traversing the urbanized area justnorthof Chi- 
cago, the several thriving cities each side of the 
state line, and the rolling countryside separating 
them from each other and from Milwaukee were 
North Shore Line’s speeding electric passenger 
trains. Until service ended, early on the frigid 
morning of January 21,1963, the road continued 
its customary performances as operator of the 
mass transportation link providing the most fre- 
quent service between Chicago and Milwaukee 
and of the only rail route directly entering the 
downtown commercial areaineachterminal city. 

For the observer of railroading practice, the 
line occupied a position of outstanding interest 
largely due to the blend of old and new whichwas 
reflected in its operations. The route included 
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mile after mile of straight double track with 100- 
pound rail and thick ballast--but also onthe main 
line was some hilly street running in Milwaukee. 
Principal schedules were operated by stream- 
lined, air-conditioned Electroliner trains -- but 
on the same run were 1930-vintage heavy steel 
cars. Most striking of all, perhaps, was North 
Shore Line’s speed record: start-to-stop spurts 
exceeding a mile-a-minute average--performed 
entirely by trains using conventional poletrolleys 
to draw power from catenary or trolley wire! 


In all, North Shore Line’s operations had to be 
modern to exist as late as they did, and yet had 
to be obsolete to succumb to the competition of 
quite another kind of car traveling on quite an- 
other kind of road. We prefer to remember the 
railroad as it was when it was a necessary part 
of midland America’s commerce, and it is to that 
memory that we devote the present work, 
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Review—Developments 
before 1926 


Operator of railway service 
(Covered in detail in “Interurban to Milwaukee,” under its own name 


CERA Bulletin 106) 


a Owner but not operator of 


1894--Incorporate the Bluff City Electric Street failwoy, lines 


Railway, first company whose property passed (Omission of symbol indicates company which 
eventually into North Shore Line hands. 

1895--Begin street railway operations in Wauk- 
egan, Dlinois. 

1899 -- Begin through service between Evanston 
and Waukegan. Tlinois corporation 

1903--Open Lake Bluff - Libertyville branch. 

1907--Begin city car operation in Milwaukee. 

1908 -- Begin through interurban operations be- 
tween Evanston and Milwaukee. 

1915--Obtain first all-steel cars. 

1916--Reorganize as the Chicago North Shore & 
Milwaukee Railroad. 

1919--Secure entrance to downtown Chicago via 
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elevated railway tracks. | 
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owned no railway lines) 


Wisconsin corporation 


Delaware corporation 


1922 -- Extend service to the south side of Chi- 
cago. 

1923--Incorporate Chicago North Shore & North- 
ern Railroad Company to construct Skokie 
Valley Route bypass of lakefront suburban North Shore & Waukegan 


towns. Railway Co. 
1925--Open first portion of Skokie Valley Route 


with “L” service. Organized Apr. 6, 1926 


Subsidiary 
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Kestres Ghee: Chicago & Milwaukee Electric Railway Co. 
ized the end of it all. 
Announcement of forth- Discontinued Clybourn Av. —2nd & Wisconsin (0.7 miles) 
coming abandonment 1950 
appeared in newspapers 
late in 1962. 
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Discontinued city service Clybourn Ay.--Oklahoma Av. 
(3.2 miles, including 0.5 miles on interurban tracks) 
Aug. 12, 1951 

C. N.S. & M. Ry. discontinued remaining operations 
Jan 20), 1963 


Chicago North Shore and Milwaukee Railway 
PUBLIC NOTICE 


of 
CANCELLATION OF ALL TARIFFS 
ACCOUNT ABANDONMENT OF 
ENTIRE OPERATIONS 


Notice Is hereby given that effective January 21, 1963, et 
4:01 a.m., the Chicago, North Shore and Milwaukee Railwey 
will cease all operations and close down its entire line of rell- 
road pursuant to certificate and order of the Interstate Com- 
merce Commission dated May 10, 1962, In Finance Docket No. 
20245, and as affirmed by [judgment and decree of the United 
Stetes District Court for the Northern District of Illinois, East- 
ern Division, Civil Action No, 62-C-1156 entered, under date of 
December 10, 1962, and thot at thot time all tariffs concerning 
rates and charges, all concurrences and powers of attorney, 
paleting to both passenger and freight carriage will be con- 
celled. 

Dated at Chicago, Illinois, this 20th day of December, 1962. 

Chicago, North Shore and Milwaukee Rallway 


By Harold G. Mason, President 
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All references are to rail operations. 


The diagrammatic history of earlier events is 
found in “Interurban to Milwaukee,” CERA 
Bulletin 106. ... Fora brief review, see the 
column at the upper left. 
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Chicago North Shore & Milwaukee Railroad Co. 


Opened Niles Center -- North Chicago Junction (21.2 miles) and began inter- 
urban service Howard St.--Niles Center (4.9 miles) June 5, 1926 

Discontinued old station, Mundelein--new station, Mundelein (0.2 miles) 1926 

Opened North & Glen Flora-- North & Greenwood (0.5 miles); discontinued 
North & Glen Flora--Sheridan & Glen Flora (0.2 miles) 1928 

Opened County & Clayton--County & Water via North Shore & Western tracks 
(0.3 miles) May 25, 1931 

Entered receivership Sept. 30, 1932 

Discontinued Washington & Sheridan-- Washington & Lewis (1.4 miles) 

Discontinued service Dorchester -- Roosevelt Rd. via “L” tracks (7.7 miles) 
Mar. 26, 1938 

Relocated Kenilworth -- Harbor St., Glencoe (3.0 miles) via temporary then 
permanent tracks; final cut-in to permanent tracks Sept. 30, 1940 

Entered trusteeship April 1, 1943 


whe Reorganized Novy. 1, 1946 


Chicago North Shore & Milwaukee 
Railway Co. 


Discontinued 10th St.--Glen Flora & Western--North & 
Greenwood (3.8 miles) Nov. 15, 1947 

Chicago Transit Authority discontinued “L” service 
Howard St.--Skokie (4.9 miles) Mar. 26, 1948 


d Chicago North Shore 


System Inc. 


Incorporated Dec. 14, 1953 


Chicago North Shore & Milwaukee Railway 


incorporated s Dec. 147.1953 

Discontinued Howard St.--10th St., North Chicago, via 
Shore Line Route (25.2 miles, including 3.9 miles on 
“L” tracks) July 24, 1955 

Discontinued all remaining operations (96.7 miles, in- 

nuunnenoe cluding 2.7 miles on city tracks and 12,0 miles on wnnnnen Susquehanna 

Si@etracks) mjjanws 20 1963 
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Name changed May 28, 1956 
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CONSTRUCTION PUSHES NORTH 


The 4.9-mile section of the new Skokie Valley 
Route from Howard Street (Chicago) to Dempster 
Street (Niles Center) was placed in service on 
March 28, 1925. Construction of this first por- 
tion, as well as the events which led up to it, 
have been discussed in “Interurban to Milwau- 
kee,” CERA’s Bulletin 106 of 1962. 

North Shore Line next stressed construction of 
the remainder of the route, continuing north 
from Dempster, so that it could be used by the 
railway’s limited trains between Chicago and 
Milwaukee to bypass the congested Shore Line 
communities. From Dempster Street to South 
Upton the new line was to run parallel tothe Sko- 
kie freight line of the Chicago & North Western 
Railway. Overthis area, a right-of-way had been 
acquired, jointly with the Public Service Com- 
pany of Northern Dlinois, which like North Shore 
Line was controlled by the Insull interests. 

At South Upton the new route left this joint 
right-of-way to run eastward along North Shore 
Line’s Libertyville Branch and connect with the 
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existing West Line at Lake Bluff. About one- 
half mile of the Libertyville Branchwas realigned 
to give the new route the least possible curva- 
ture. It was also necessary to rebuild and im- 
prove the West Line between Lake Bluff and 
North Chicago, where connection was made to 
the Milwaukee Divisionof the railway. The route 
as finally worked out was 13,337 feet longer than 
the old main line, which became known as the 
Shore Line Route, but was greatly superior for 
fast operation, 

The 135-foot-wide joint right-of-way between 
Dempster and South Upton was divided between 
North Shore Line and the electric company. The 
railway received title to two strips of land, each 
adequate in width for two railway tracks. The 
space just west of the existing electric trans- 
mission line was used for the track alignment, 
while the strip just east of the power line would 
have permitted construction of third and fourth 
tracks at a future time if required by growth of 
railroad traffic. Public Service retained title to 
the remaining portions of the right-of-way. 

(Continued on page 10) 


Let’s take a trip from Chicago to 
Milwaukee. Trains switched at 
Jackson Park terminal of the South 
Side “L,” crossed the huge truss 
bridge over the Illinois Central 
Railroad’s partially electrified 8- 
track main line (at left), and 
continued west above 63rd Street 
to receive passengers at Dor- 
chester station, out of the view 

to the right. (GK) 
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Six miles further north was 
the area where North Shore 
Line cars were stored after 

their route was cut back to 

Roosevelt Road (12th Street). 

At right: Electroliner 
803-804 near 14th. (JJB) 


The point where trains from 
Jackson Park turn north is 

at the south end of the elevated’s 
61st Street coach yard (at left). 
The “Prairie State Special” 
carried its last few passengers 
from Milwaukee around the 
corner toward Jackson Park, 
passing an open-platform “L” 
car inthe yard. Tracks in street 
were used by the busy 63rd 
Street car line of the Chicago 


Surface Lines. 


(WBC) 


1000 LABORERS WORK ON THE PROJECT 


The 500-man construction camp from which 
work on the Howard-Dempster section had been 
directed was moved to Blodgett (now called Bri- 
ergate) and enlarged to accommodate about 1, 000 
workers. As arranged at Blodgett, the camp 
consisted of 51 semi-permanent buildings with 
complete water and sewerage systems, bath 
houses, mess halls, and a general store and 
post office. As many as 3,500 meals per day 
were served. The bakery produced approximately 
300 loaves of bread and 200 pies each day. 

Materials for the line were handled during 
construction by six steam locomotives owned by 
L. E. Myers Company, the general contractor, 
and operating principally on Chicago & North 
Western Railway trackage through temporary 
connections with the existing North Shore Line 
and with the tracks being constructed. 

The grade established for the railway gener- 
ally conformed to that of the paralleling C&NW, 
To fill in low spots and to raise the track level 


satisfactorily above the often low-lying and 
swampy ground, 600,000 cubic yards of fill was 
required. About a fourth of this was obtained 
from the few cuts, while the remainder came 
from an excavation near Mundelein. 


EXISTING STRUCTURES ARE MOVED 


At the crossing witha cutoff line of the Chicago 
& North Western Railway south of South Upton, 
several hundred yards of C&NW track were re- 
located to avoid placing the track intersection 
on a curve. 

The alignment of the new trackage on the curve 
at South Upton coincided with the channel of the 
Skokie Creek. The creek had to be diverted here 
as well as being crossed twice, once at South 
Upton and once near Northfield. Wooden trestles 
of a few bents were used to effect these cross- 
ings, for the railway felt that suburbanization 
of the region would change the drainage pattern 
and, perhaps, eliminate the need for any kind 

(Continued on page 12) 
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North Shore Line’s main 
station from 1926 to 

1962 was in rented 
building space at 223 S, 
Wabash (at left). With 
North Shore Line gone 

in 1963, the next-door 
garage has expanded onto 
the lot that was 223. 
(CEK) 


The view up- 
stairs, looking 
northeast at 
North Shore 
Line baggage 
car 209 loading 
from the portion 
of the Adams & 
Wabash “L” 
platform re- 
served for 
North Shore’s 
use. (SDM) 


Southbound car 707 handled a late afternoon trip crossing Wacker Drive 
(below) on its way to the junction where it would enter Loop tracks. (GK) 


11 


V2 


ica eal | ee tid 


of bridge within the relatively short life of the 
trestle. Also at South Upton, several transmis- 
sion towers were in the way of the track curves 
and had to be moved or adjusted to suit conditions. 


A combination steel and wood trestle was used 
to span Half Day Road at a point where the rail 
line ran on a rather high fill, making a level 
crossing impracticable. Elsewhere along the 
route, highways wereintersected at grade, gen- 
erally with nocrossing protection being required 
in the then-unpopulated area. In one or two 
cases, however, manually operated gates were 
installed as required by local conditions. 


Another seven-car 
extra, this one at 
Buena “L” station, 
just half a mile 
south of Wilson 
Avenue. Note three 
diners alternated 
with coaches 
throughout the 
train, (GK) 


Once on the North Side “L” 
express tracks, a seven-car 
special pounded past the now- 
abandoned Webster station 
(at left), Platforms in back- 
ground are the Fullerton “L” 
stop. (JJB) 


ELECTRICAL FACILITIES ARE INSTALLED 

Steel truss catenary bridges spanning the two 
tracks were erected at 250-foot intervals, anda 
heavy catenary designed for high-speed service 
was strung. The trolley wire was planned to be 
free of interruptions at switches, with the trol- 
ley of sidings being brought in parallel to the 
main line wire. Even at South Upton Junction, 
for many years trains switching out to Munde- 
lein had to stop while the conductor crossed the 
trolley pole over to the branch-line wire. Final- 
ly, however, mechanical trolley switches work- 
ing in conjunction with the track switches were 
installed at this location. 
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Weather that the “L” (and North Shore Line as its tenant) boasted that it 

could always get through. From left to right in this view at the Montrose Avenue 
curve: an “L” car in the storage yard; tracks from the ground-level Wilson 
terminal switching into the main line; northbound local and express, southbound 
express and local “L” tracks; Montrose interlocking tower, half lost in the fog 
and the incline track leading down to North Shore Line’s LCL terminal and the 


The line was powered from five new substa- 
tions in addition to one which had previously 
been constructed at Niles Center Road on the 
Howard-Dempster portion. Other new structures 
included seven section camps with residences 
and tool houses. 


SOME SIGNALLING COMES NEXT 


A new mechanical interlocking plant of 24 le- 
vers was constructed at Dempster Street to 
handle the Chicago Rapid Transit terminal there. 
The new crossing with the Chicago & North 
Western’s cutoff about two miles south of South 
Upton requireda31-lever electrical plant. Orig- 
inally known as Skokie Junction and today as 
Tower KO, this location includes C&NW’s own 
junction as well as North Shore Line’s movable- 
point crossing. At South Upton itself, the me- 
chanical plant which had controlled the inter- 
section of the Libertyville Branch with C&NW 
was replaced with an electrical plant of 55 le- 
vers. Handling not only the railroad crossing 
but also the switches at South Upton Tower, at 
Green Bay Junction (one-half mile east), and at 


Milwaukee Road interchange. (GK) 


South Upton Junction (one-half mile south), this 
installation includes four turnouts, two single- 
slip switches, and eightcrossings, together with 
the necessary signals and derails. 


However well the new route was provided 
with interlocking equipment at junctions, there 
were no automatic block signals initially. In- 
stallation of these protective devices was in- 
tended from the first but came about only grad- 
ually, as traffic built up or as the intensity of 
train movements turned out to be unusually 
great. Meanwhile, the standard rules which 
operate to prevent rear-end collisions on double- 
track railroads were adequate to protect Skokie 
Valley movements without the aid of block sig- 
nalling as anadditional safeguard. Extra freight 
trains were required to clear the time of regu- 
lar passenger trains by five minutes. Any de- 
layed train would have to provide proper flag 
protection against following movements. Auto- 
matic block signals supplemented these rules 
on the open-cut portion between Howard Street 
and Dodge Avenue in 1927. 

(Continued on page 15) 
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Farther north, the 

“L” tracks are on 
embankment. An extra 
composed of cars still 
in Chicago Aurora & 
Elgin paint after a 
wartime loan roared up 
the express track at 
Jarvis station. (WCJ) 


RAPID TRANSIT LINES 


(THE ELEVATED) 


Adjacent to the 
Howard Street “L” 
yards (below), North 
Shore Line trains 
turned west onto 
their own tracks in 
the open cut at the 
beginning of the 
Skokie Valley 
Route. (GK) 
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Northbound trains (actually 
heading west for a few 
miles from Howard Street 
station) left the cut in 

favor of an embankment 

at Dodge Avenue. Gauntlet 
tracks (at right) permitted 
wide freight cars to squeeze 
past the high-level plat- 
forms of “L” stations. (GK) 


“INSULL SPANISH” COMES TO THE SKOKIE 


Nine residential type passenger stations were 
constructed at intervals of one to three miles 
along the new route. Departing from ordinary 
-railroad standards in the Middle West, these 
stations were designed to harmonize with the 
character of residential development which was 
expected to fill the region as soon as train ser- 
vice began. Of astuccoed Spanish style with tile 
roofs, the stations consisted of a small waiting 
room and ticket counter with a connected five- 
room dwelling space for the ticket agent on the 
side away from the tracks. The station grounds 
were in each case carefully landscaped so that 
the buildings seemed more like artistic bunga- 
lows than railroad stations. The same “Insull 
Spanish” design and dimensions, incidentally, 
were copied for use in the new Lake Shore sta- 
tion of the Chicago South Shore & South Bend 
Railroad about 1929. 


Early in 1925, when the cut was 
new and the tracks not yet 
equipped with third rail, the 
area presented this aspect. 
(AWJ) 


The location of each station building partly on 
Public Service Company land and, in fact, on the 
alignment of the future third and fourth tracks 
has provoked some question. Explanation is, 
though, that if traffic had grown sufficiently to 
require the additional trackage, it would also 
have demanded enlarged stations which could 
then be placed as needed. 

With aview to the publicity value, North Shore 
Line offered prizes for the most appropriate 
names for the new stations. The contest attrac- 
ted wide attention, more than 75,000 entries 
being submitted. Skokie Manor station’s name 
was later changed to Deerpathas the word “Sko- 
kie” came to imply the southern rather than the 
northern end of the valleyinlater years. Wau-bun 
was changed to Northfield and, in the 1950’s, 
Glenayre station became officially known as 
Glenview. Aside from these changes, however, 
the winning names remained in use. 

(Continued on page 18) 


Highest point of the elevation was half a mile 
west of Dodge Avenue. Northbound Mil- 
waukee Limited thundering over the North 
Shore Channel bridge is viewed through 

an opening in the “box pier” which supported 
a heavy pony truss bridge over a line of 

the Chicago & North Western Railway. (GK) 


Along the Skokie Valley 
Route was the main shop of 
the Chicago Rapid Transit 
Company (now Chicago 
Transit Authority’s Skokie 
Shops). Painting of North 
Shore Line cars in 1928 
(above) was being handled by 
the “L,” also under Insull 
management then, 


Near the shop, trains de- 
scended to street level. 
Trainmen on cars 762 and 
764 (at right) have just hooked 
down trolley poles when 
entering third-rail trackage 
at East Prairie Road. 
Dining car 418 was handling 
the dinnertime trip into 
Chicago on this day in 

1940. (GK) 
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CREWS REBUILD THE WEST LINE 


While all the new construction occurred south 
of the Lake Bluff-South Upton area, substantial 
modifications in the existing plant on the West 
Line cutoff and the Libertyville-Mundelein 
Branch were required. The West Line, although 
solidly built to the standards of its day, had 
seen a lower maintenance level than the routes 
usedin regular passenger service. Concurrently 
with the construction of the Skokie Valley Route, 
the West Line was thoroughly rebuilt to the 
same standards to serve as a part of the through 
Chicago-Milwaukee routing. New 100-pound rail 
was set off with catenary construction of the 
“Skokie Valley” style. 


Chicago Limited train had 
just rounded the Oakton curve 
in Skokie and was approach- 
ing Kostner Avenue grade 
crossing. Trainman on center 
car had already lowered his 
trolley pole; change point to 
third rail was not far 

ahead. (GK) 


Catenary structures were designed with the 
intention of eventually routing the main line to 
the west of Pettibone Yard, thus avoiding the 
sharp curvatures through North Chicago Junction 
station. The line as actually constructed and 
operated, however, dipped down into the hollow 
at “N.C.J.,” which thus became a four-way in- 
stead of three-way junction, 

Installation of catenary bridges continued on 
the Milwaukee Division to the north edge of 
Waukegan, but these supports were unused until 
the 1940’s, when the installation was finally 
completed to eliminate directly suspended 
trolley wire through the North Chicago -Wauk- 
egan area. 

(Continued on page 21) 


The railway posed its best equipment of the day on the Oakton Street curve 


in’) 1925. (GK) 
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Imagine yourself tackling 
your North Shore Tender- 
loin Steak in the comfortably 
warm diner of a train 
hurtling across the snow- 
blown prairies of Skokie 
toward Milwaukee. (GK) 


Dempster Street interlock- 
ing controlled the handsome 
spread of trackwork at 
Niles Center (Skokie), 
terminal of “L” service. 
Car 725 on an express from 
Mundelein accelerated away 
from the station toward 
Chicago, soon to be followed 
by the local Rapid Transit 
car waiting in the “pocket.” 
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Fill 


Howard St., Chicago 


C.&N. W. 


Vertical scale exaggerated 
(MAZ) by a factor of 40 
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Top left: In the developing 


years of Skokie Valley 
suburban service, north- 
bound trains were divided 
at Dempster Street, Niles 
Center, during the 
evening rush hour. The 
forward portion would 
then skip a few stops to 
gain a lead on the rear 
cars, which continued 
local. Motorman of the 
rear portion made the 

cut himself. (GK) 


At left: Dempster station 


was a pleasant center of 
activity, easily reached 
by the Chicago railway 
student who would visit 
its open spaces in the 
days before automobile 
and expressway combined 
to fill them with apart- 
ment buildings. (GK) 


Dempster St., Skokie 
Harmswoods 
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The tall grass of the Skokie prairie waved in response to 
a seven-car “Greenliner” special of September 8, 1940. (GK) 


THE MUNDELEIN BRANCH IS UPGRADED vice between Mundelein and Chicago was planned 
for inauguration upon opening of the new main 
In conjunction with the Skokie Valley Route line. Bothof these needs suggested double-track- 
construction, it seemed desirable to improve ing the branch and improvement of some facili- 
the Mundelein Branch. First, 450,000 cubic ties along the way. 
yards of fill was to be obtained at Mundelein for 
the Skokie Valley. Besides, the first direct ser- (Continued on page 23) 
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Even diner trains 
slowed down and 
paused at Dempster 
Street. 


At left: A north- 
bound trip in the days 
of orange-and-maroon 
cars, carrying diner 
418 or 419 with the 
kitchen on the west 
side of the car. (GK) 


Below: “Greenliners” 
(and a rear coach 
still in orange livery) 
approach the station 
aouthbound, First and 
third cars have the 
plain roofs that indi- 
cate a “Skokie Valley 
modernization” job. 
This time the 418 
shows up with kitchen 
on the east side. 
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The fill was obtained from the Insull estate, 
Hawthorn Farm, located two miles southeast of 
Mundelein. Here the 40-acre Lake Charles was 
constructed by excavation. A steel-core earth 
dam withconcrete spillway was provided. It was 
necessary to extend a 7918-foot-long non-elec- 
trified spur track from the Mundelein Branch 


Glen Flora 


Edison Court, Waukegan 


C.N.S.& M. R. R, Co. 


near St. Mary’s to Lake Charles for use by con- 
struction locomotives and dump cars. 

A new Mundelein station was constructed sev- 
eral hundred yards from the end of the line and 
passenger service was cut back to this point. 
Following the style of the station at Dempster 

(Continued on page 26) 
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South Kenosha 


Half a mile north of Harmswoods until 1936 
was the overpass of the North Shore & 
Western Railway, a rural streetcar line 
unrelated to CNS&M. Max Zink recalls 
that the portion above the Chicago & North 
Western tracks was laid without cross- 
ties to eliminate a fire hazard! 

At left: February 18, 1926, photo shows re- 
construction job to permit sufficient 
clearance over North Shore Line tracks. 

Opposite page: The job was finished by 
May 19th. Concrete footings remain 
even today. 


Kenosha 
C.&N. W. 
Pike Creek 


The customary team 
muscled into the job 
of hauling Skokie-to- 
Great Lakes inter- 
change traffic in coal. 
Gears growled as a 
motorist on Gross 
Point Road (at left) 
waited for the 
caboose to creep 
past. (GK) 


“Insull Spanish” at 
Harmswoods, first 
station of its kind to be 
passed enroute to 
Milwaukee. (GK) 


The North Shore & Western 
Railway was a one-car 
shuttle line connecting with 
Evanston Railways trolleys. 
In 1926 its own “dinkey” 
was retired, Evanston 
equipment being used until 
suspension of service in 
1933. Final abandonment 
followed and the trestle was 
dismantled in 1936, although 
its concrete piers remain 
even today. 


C.M.St.P.& P. 
Racine 


Birch Road 


Berryville Road 
Piper’s 


Pike River 


y) 


25 


Ap sey we 
,* wet at 


eiciie piled ca ft 
PRG PRR EC f 
peebeiss 


Aside from an occasional overpass, most of the Skokie Valley 


Street, it was originally surrounded only by 
empty land which, however, finally sprouted 
houses thirty years later. 

About January 1, 1926, the contract with L. E. 
Myers Company was cancelled and all equip- 
ment, material, and personnel was turned over 
to North Shore Line, All work from that date on 
was done by railway forces. June lst was set 
as a target date for completion and every effort 
was made to finish on time. Heavy construction 
continued throughout the most bitter weather of 


Three Mile Road 
Root River 
Four Mile Road 
Five Mile Road 
Six Mile Road 


Route presented a view of straight, nearly level track -- 


the winter, and later in the year crews worked 
day and night seven days a week. 


HEAVY TRAFFIC COMES AT ONCE 


The entire Skokie Valley Route from Dempster 
Street to South Upton was, in fact, ready for 
operation right on schedule--18 miles of com- 
pletely new double-track railroad, built in 
approximately one year’s time at a cost of 
$6,400,000 including right-of-way. 


C.&N.W. 
Oak Creek 


South Milwaukee 


Road 


-- and an occasional curve, which might be traversed by standard 
equipment or an Electroliner at 80 miles per hour. (MAW) 


On June 5, 1926, regular operation of Chi- 
cago - Milwaukee service through the Skokie 
Valley was begun. Reduction in running time by 
another 20 minutes became a reality, making 
the electric line more competitive with the other 
railroads and placing it in a better position to 
stave off growing bus and auto competition. At 


the same time, North Shore Line instituted a 


suburban operation between Chicago and Munde- 
lein, operating on an hourly interval and serv- 
ing all Skokie Valley stations. 
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Hardly had the new Skokie Valley Route been 
broken in when it was tested by an operation in- 
volving train service of an intensity seldom 
known among intercity railroads. The 28th In- 
ternational Eucharistic Congress of the Catholic 
Church was held in Chicago during June, with 
the final service being held at St. Mary’s of the 
Lake, just east of Mundelein station, on June 24, 
In addition to thousands of pilgrims, lay and 
clergy alike, fromallover the world, many local 
Catholics attended the ceremony. 
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Menomonee River 


Milwaukee Terminal 


At the north end of new Skokie Valley Route construction 
were the elaborate junctions controlled by South Upton 


interlocking. Northern Part of 
Opposite page, top: Car 732 edged onto the main line at : WA 
“South Upton Junction,” south end of the wye, enroute Skokie alley Route 
Chicago from Mundelein. View looks north. (GK) Public S ; C 
ublic Service Co. 
Opposite page, bottom: An eastbound Lake Bluff Local Generating Plant 
swayed along the north leg of the wye after clattering P 
through the “South Upton Tower” switches. (GK) id ™ 
oo 


Pages 30 and 31: “Green Bay Junction,” east corner of the wye. 


To Milwaukee 


SUBURBAN DEVELOPMENT IS ATTEMPTED 
A single day’s traffic of this nature, however 
heavy, can hardly be taken as typical of a new WAUKEGAN 
railroad line’s activities. More representative i 
of North Shore Line’s hopes for the local terri- 
tory between Chicago and Mundelein was an in- 
tensive campaign to encourage home building in 
the area. Desiring some control over develop- 


ment of adjoining land which could become a 
home for thousands of potential rail passengers, CHICAGO 
Insull interests organized the Skokie Valley | 


Realty Association to subdivide and sell resi- 
dential property. Attractive brochures were 
widely distributed and other property was used. 
’ Some home construction followed, but actually 
i the pressure of population at the time was in- 
sufficient to require full development of land so 
far from Chicago and from suburban centers. 
Some tracts which were subdivided became so 
entangled in the later fall of the Insull empire 
that years were required to clear the titles. 
Even today, many thousands of acres in the 
land of the Skokie remain untouched by the bull- 
dozer, the basement excavator, and the building 
trades. Other tracts, which within the last dec- 
ade have sprouted modern and attractive homes, 
eventually came to be utilized following con- 
struction of limited- access highways into the 
region. The typical Skokie Valley landowner in 
the 1960’s is dependent upon a transportation 
mode quite different from the electric railway 
envisioned by Samuel Insull. 
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LAKE BLUFF 


DISTANCE RIDING REMAINS IMPORTANT 


The transitory success of the Skokie Valley 
Route hinged upon longer-distance passenger 
traffic. Management had not overlooked this 
phase of the line’s purpose from the beginning. 
Posters and newspaper advertisements were 
liberally used to acquaint the public with the 
time - saving benefits of the improved Limited 
services. It is reported that on one occasion a 
North Shore Line bus even visited New York 
City and parked near Grand Central Terminal, 
with attractive young ladies handing out descrip- *y EO ae Pag od DOES 
tions of the Skokie Valley Route and its superior- & kt Transmission line 
ity as a connection from Chicago to Milwaukee. 
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(Continued on page 33) 
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A three-car 
special (at left) 
turned south 
for a fast trip 
into Chicago 
over the Skokie 
Valley Route. 
(GK) 


The same type of 
car--in one of 

the railway’s last 
eight-car trains 
(opposite page)-— 
handled sailors’ 
traffic in December 
1960 at nearly the 
same location. 
(GK) 


A regular Milwaukee train of the 
1940’s, with coaches 737 and 

752 and the noon trip of tavern- 
lounge 417. Having just cleared the 
single-slip switches of Green Bay 
Junction, train approached the 
Green Bay Road viaduct. (GK) 


Looking toward Lake Bluff, view 
at left traces out the trackwork 
as rearranged when the Skokie 
Valley Route was constructed. 


A view in the opposite direction, 
taken only a year earlier, 
suggests the appearance at Green 
Bay Road when only Lake Bluff- 
Mundelein trains used the line. 
(ADD) 
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A “before-during-and-after” progress report 
covering a period of less than a year. Old 
West Line (at left) was upgraded to trackage 
easily the equal of the new Skokie Valley Route. 
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Semaphore signals in each view 
protect a junction of two Chicago 
& North Western Railway lines. 
Beyond the signals (to the left 

in the center view, to the right 
in the others) was the east line, 
or “Shore Line Route,” of 
CNS&M. 


In November 1926, the passenger facilities at 
Chicago’s main Adams & Wabash station were 
improved. A new station building was opened at 
223 South Wabash, just a few doors from the 209 
location which had served as adepot since opera- 
tion into the city had begunin1919. The new sta- 
tion opened onto the same extended elevated rail- 
way platform but contained considerably more 
interior space. Ticketing and waiting-room areas 
were considerably improved and a convenient 
concession lunch counter was established. At 
various other Chicago locations, additional train 
stops using Chicago Rapid Transit Company sta- 
tions were added as it gradually appeared that 
convenience would outweigh the slight time loss. 


HIGHWAY OPERATIONS ARE MODERNIZED 


A considerable improvement inless-than-car- 
load operations was effected by a. new use of 
highway equipment in railroad service be gin- 
ning in 1926 and 1927. This involved a pioneer 
“piggyback” operation, then called “ferry truck 
service,” between Milwaukee and Chica g o’s 
north side freight terminal at Montrose Avenue. 
The service, described in detail in the section 
on freight operations, changed North Shore’s 
money-losing LCL department to a producer of 
a healthy profit. 

At the beginning of 1927, the bus routes which 
had been inaugurated during the previous years 
were passed tothe new Metropolitan Motor Coach 
Company, in which North Shore Line retained a 
45% interest. Known popularly as the “Marigold 
Lines,” this company was formed toconsolidate 
and strengthen the Dlinois and Wisconsin bus 
routes of the Insull interests. All previous ticket 
and operating arrangements incommon with the 
electric lines were, of course, retained, 


Car 184, formerly a trailer, 
headed up a 1958 sailors’ 
special from Downey’s West, 
Great Lakes (at right). 
“Milwaukee Special; plenty of 
seats in the rear cars!” (GK) 


RAILROAD COOPERATION GROWS 


General carload freight interchange with con- 
necting railroads began during 1927. Previously 
North Shore Line haulage of railroad freight 
cars had been severely limited by local ordi- 
nances and some clearance restrictions and 
sharp curvatures on the southern portion of the 
Shore Line Route. Completion of the Skokie Val- 
ley line permitted the railway to overcome these 
limitations. Attempts to secure industrial de- 
velopment at points adjacent to North Shore Line 
tracks were begun and were quite successful in 
locating coal and building material yards which 
would create some terminating traffic for the 
line. Few factories of any size, however, came 
to contribute to the rising totals of carloads 
handled and there was likewise only a limited 
amount of “bridge” traffic handled between the 
interchanges of connecting railroads. 

Another evidence of North Shore Line’s entry 
into the general railroad system of the United 
States came with the beginning of interline tick- 
eting arrangements between the electric line 
and its steam-powered connections. By easing 
the problems of planning and purchasing tickets 
for a journey, North Shore was thus able tocap- 
LUreHaAMmCreAaLenmshatesOhan Let imenpassenger 
movement than it had previously enjoyed. 


EVEN AIRLINE CONNECTIONS ARE MADE 


Cooperation with another form of transporta- 
tion beganin 1929, when North Shore Line inaug- 
urated through ticketing with Stout Air Lines. 
The initial air connections placed Milwaukee 
within 51/7 hours of Detroit. Subsequently es- 
tablished schedules provided for connections to 
Boston, Los Angeles, and Cincinnati. 

(Continued on page 37) 
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A nerve center of North Shore Line operations was North Chicago Junction, shoehorned 
into the valley of Pettibone Creek. It seemed a glorious place when the new shiny twins 
would occasionally pause there simultaneously in 1941. (CAB) 


Pettibone yard, center of freight operations, was just to the southwest and atop the plateau. 
A tripleheaded freight drag of 1958 (with a battery locomotive in tow) stuck noses into 
the snow and waited for the highball to Rondout interchange. (I) 


Cars at Edison Court, Waukegan, made up a special in June of 1938 (above). “Skokie 
Valley” type catenary bridges had been installed through Waukegan, but 


catenary trolley was still to come. (GK) 
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The 9:00 limited from Milwaukee 
whipped through the below-zero 
air of Waukegan on the morning of 
January 31, 1959. Shortly after 
passing Glen Flora local stop (at 
right), cars 754 and 254 began the 
quick deceleration for Waukegan 
station. (RGB) 
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Zion--city of the 
huge, empty station, 


At right: Cars 763, 
755, and 256 ona 
Chicago Limited 
accelerated after 
stopping for a 
passenger in 1962, 
(RGB) 


Below: Combination 
baggage car 253 
headed up a Milwau- 
kee Limited passing 
through the undevel- 
oped acreage in 
1955. (WDM) 


The 4:59 limited from Chicago was overtaken by the 5:09 Electroliner 


The airlines of the period were still primitive 
pioneer operations with fare schedules at a level 
far beyond the reach of the average traveler. 
The joint rail-air operations lasted less than 
half a dozen years and were perhaps fittingly 
described by a remark in North Shore Line’s 
1929 annual report: “While the business devel- 
oped through these rail-airline connections is 
not great at this time, it is another step in the 
way of broadening our service to customers.” 


GRADE CROSSINGS REQUIRE ATTENTION 


The general increase in use of automobiles 
made it necessary for North Shore Line to im- 
prove crossing-protection facilities at a number 
of points. Wigwag signals proved to be of limi- 
ted utility and were retained principally at 
light-traffic crossings. The mechanism that 
came to be typical of North Shore Line’s busier 
highway intersections, particularly in rural 
areas, was known as the Standard Automatic 
Crossing Gate. 

The Standard Automatics were designed to in- 
clude the features whichin the middle 1920’s 
were generally considered to require attendance 
by a full-time gateman. The danger of injury or 
damage to pedestrians or vehicles standing under 
a descending gate was cleverly eliminated by 


each weekday evening during 1941. (GK) 


having the motor move the gate arm lengthwise 
rather than pivoting it downward. Thus it over- 
balanced and descended entirely of its own weight. 
Moreover, if struck by an automobile the gate 
arm would pivot around on its pedestal rather 
than breaking. Flashing lights placed onthe gate 
arm and an automatic bell completed the mech- 
anism’s repertoire of automatic features. 

Standard Automatic gates were installed at 
several locations on the Skokie Valley Route as 
population and traffic-in that area began to in- 
crease after 1926. Later installations were un- 
dertaken so that by 1931 thirty-four crossings 
were protected. North Shore Line was apparently 
the largestuser of Standard Automatics, although 
the Chicago Aurora & Elgin also installed a con- 
siderable number. 

The installation of crossing protection at no 
small expense to the railroad may have slowed 
the increase in grade-crossing collisions, but it 
did not stop such accidents altogether. A par- 
ticularly serious collision occurred at Burling- 
ton Road, just north of Kenosha, in 1930 when a 
motorist disregarded warning signals and drove 
in front of an oncoming train. Eleven people 
were killed, scores were injured, and the lead- 
ing coachwas so badly damaged that it was never 
repaired. 

(Continued on page 40) 
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A northbound 
“name train” 
(at right) posed 
alongside the 
gravel-and- 
tile name board 
that was a 
feature of the 
new Kenosha 
station in the 
early 1920’s, 
(HIZ) 


By about 1930 
(below), newer 
equipment had 
arrived, trains 
had grown 
longer, and 
swelling pop- 
ulation had im- 
posed more of 
a metropolitan 
hustle. 
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Then the 1930’s struck. The 
local car lines of Wisconsin 
Gas & Electric Company 
were replaced with trolley 
coaches—whose wires re- 
quired elaborate jumpers to 
cross North Shore Line’s 
trolley (above). Single-car 
hourly limited was typical 
of 1939. (GK) 


The WG&E carhouse. (BN) 


oh) 


Some of the crossings with principal rural 
highways soon received separated grades. These 
were generally onportions of the railroad where 
high-speed train operations were the rule, as 
at Burlington Road and at Horlicksville and Rap- 
ids Roads near Racine. In each case, the im- 


The countryside of southern Wisconsin can be real 
“snow country,” though not every winter is as 
severe as that of 1946-47 (above). (CEK) 
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provement was carried out as anisolated project 
to better conditions at one particular crossing 
and involved a bridge to carry the highway over 
or under the existing grade of the railroad. 


(Continued on page 45) 


Opposite page: The broad curve at Klinkert Road, adjoin- 
ing the former Beebe gravel pit, was as much a speedway 
for North Shore Line trains as were the straight 
stretches. (I) 
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The two principal 
features of the North 
Shore Line in Racine 
were the Chicago 
Milwaukee St. Paul 

& Pacific crossing 
(above) and Racine 
station, An Electro- 
liner hit the frogs 

at “Racine Wye” in 
1955; freight inter- 
change tracks occu- 
pied the background. 
(WDM) 


The station served a 
display purpose one day 
in 1930. Perhaps pub- 
licity was needed, for 
The Milwaukee Electric 
Railway & Light 
Company was concur- 
rently upgrading its own 
Milwaukee-Racine- 
Kenosha interurban. TM 
also operated the Racine 
city lines (at right). (BN) 
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North of Racine, North Shore Line pursued an arrowlike course along a 
sequence of cuts and fills through the rolling lands tributary to the 
Root River and its branches. At Racine Quarry (at left), a highway 
bridge offered its elevation for a vantage point. (I) 


Four miles north of Racine, the railway suddenly swept across the 
Root River on a massive steel viaduct (above). Southbound Electroliner 
roared across the span at full speed. (CHK) 
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The baggage car heading up the 10:00 limited from Chicago roared out 
on the bridge one day in 1955 and filled the peaceful valley with 


an echoing-demand for attention. (I) 
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“BUSINESS AS USUAL”--IN 1929! 

It took some time for America to realize the 
extent of the depression heralded by the stock 
market crashof October 1929, and the effect was 
not immediately felt on North Shore Line. How 


ove emus 


by events of the previous thirty years? Hadn’t 
he repeatedly not only guarded his system from 
collapse, but even enlarged it, in the worst of 
previous depressions? Accordingly, business 
went on as usual. The promotional campaigns 


which had always been linked with its success 
continued. Employee morale and loyalty re- 
mained high and people in all branches of the 
organization continued to follow everylead which 
might produce freight or passenger traffic. 


could a huge utility and railway empire blanket- 
ing thousands of square miles and possessing 
assets numbered in millions of dollars come to 
harm? Wasn’t that system headed by the genius 
of Samuel Insull, whose ability had been proved 


Between Racine and 
Harrison Street, Mil- 
waukee, schedules 
called for twenty miles 
of running in twenty 
minutes. On-time per- 
formance was the rule, 
despite the Chicago & 3 
North Western grade : 
crossing, Ryan. 
Southbound “Liner” 
(at left) slowed to 40 
before picking up to 
cruising speed again to 
make that appointment 
in Racine. (CHK) 


Car 747 (above), 
fulfilling the schedule 
of a northbound at 
2:39 one afternoon in 
1962, slowed down 
enough to drop off 
the relief towerman, 
(RGB) 
A northbound baggage- 
carrying train (at 
right) sped across one 
of the dusty, wigwag- 
protected road 
crossings. (GK) 
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It seemed quite obvious that North Shore Line 
would continue to gather glory. In 1931 for the 
third time, the American Electric Railway As- 
sociation found that North Shore Line was the 
fastest electric interurban railroad in America. 
It was thus entitled to the speed trophy awarded 
annually by the publishers of Electric Traction 
magazine and, in fact, gained permanent pos- 
session of the trophy by completing a record of 
three consecutive annual wins in 1933. A par- 
ticularly impressive achievement was effected 
in September 1931, when 99.26% of the month’s 
8,020 trains arrived at their terminals on time. 


BUT RECEIVERSHIP SOON RESULTS 


But as the depression deepened through 1932, 
North Shore Line beganto feel the financial pinch 
of decreased business, Even intensified promo- 
tional efforts failed to reverse the downward 
trend, By summer the position of the railway, 
like that of many other Insull companies, was 
desperate, Receivership appeared to be the only 
solution. On its own behalf and on behalf of the 
other creditors, the American Brake Shoe Com- 
pany requested inthe United States District Court 

(Continued on page 49) 


The line near Milwaukee’s 


south city limits was 
punctuated by frequent 
bridges over the tracks. 


Above: Grade separation 
at Howell and Rawson 
Avenues had replaced a 
perilous level crossing. 
Cars 770 and 762 handled 
a 1 PM departure from 
Milwaukee. (RGB) 


At right: A southbound 
Electroliner streaked 
under the College Avenue 
bridge and entered North 
Shore Line’s famous 
12.7-mile double-track 
tangent. (CEK) 
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After paralleling 
Milwaukee’s 

6th Street in the 
cut for three 
miles, cars 750 
and 755 ona 
northbound 
schedule ap- 
proached Austin, 
where they would 
suddenly emerge 
on a high fill. 
(RGB) 


Another overpass was that of The Milwaukee Electric Railway & Light 
Company’s belt line, which carried coal to the Lakeside power plant. 
Passenger operations on the belt (above) were restricted to occasions such 
as a Central Electric Railfans’ Association special. (AWS) 
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of Northern [llinois that receivers be appointed. 
Effective September 30, 1932, the railway was 
placed under the control of Colonel A, A, Sprague 
and Britton I. Budd as receivers. 

In every way possible the receivers “tightened 
the belt” and attempted to weather the financial 


Speed--North Shore Line’s storm. All but a minimum of essential mainten- 
watchword as symbolized by the ance was deferred and schedules were closely 
RN Oe aa watched with a view to reducing cars or trains 
accelerating through the 6th A : = ; 

See cutie aake on (1) where possible to do so without reducing traffic 


in proportion. 

The Metropolitan Motor Coach Company be- 
came unable to support its extended operations 
and was liquidated. The Waukegan city bus lines 
and the interurban bus line between Waukegan 
and Winthrop Harbor were returned to North 
Shore Line operation, several routes were trans- 
ferred to other bus companies, and most were 
discontinued without replacement. 


THE TRAFFIC LOSS WORSENS 


Chicago’s Century of Progress exposition, 
held in Burnham Park, not farfrom North Shore 
Line’s Roosevelt Road station, resulted ina 
marked increase in passenger traffic during the 
period it was open in 1933 and 1934. Asequence 
of unrelated events during the mid-1930’s made 
North Shore’s position worse than ever, nonethe- 
less. The state of Wisconsin virtually prohibited 


(Continued on page 51) 
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Block signals (at right) 

alone protected the half-mile 
of single track on a high fill 
between Austin and Oklahoma. 
A southbound “Liner” here 
clears through the low-speed 
spring-switch turnout. (RGB) 
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Two views of the 
skew deck girder, 
skew through truss, 
and skew through 
girder which car- 
ried trains above 
the mainline tracks 
of the Chicago 
Milwaukee St. Paul 
& Pacific. 


At left: Two Silver- 
liners were a normal 
consist by 1962. 

Note double trolley 
which extended 
through the single- 
track section. (RGB) 


Below: A 1937 view 
suggests that per- 
formance in the 
short distance be- 
tween low-speed 
turnouts was not al- 
ways sedate. (GK) 


An LCL train paused near Oklahoma Avenue for photos in the early 


Piggyback traffic for a period since piggyback 
users avoided certain state highway taxes. This 
traffic had hardly been restored when the rail- 
roads generally made substantial reductions in 
the basic mileage rate for passenger fares, es- 
sentially forcing North Shore Line to reduce its 
own fares or suffer a loss in traffic. 

A collision resulted when a Mundelein train 
overtook an Evanston Express of the “L” system 
near Granville station on Chicago’s north side, 
The latter train was standing at a home signal 
waiting for the crossover switch to the local 
tracks when it was struck by the North Shore 
Line train. Although not the only rear-end col- 
lision involving North Shore Line, this one of 
November 24, 1936, was unusually serious. 

Britton I, Budd resigned as receiver on Feb- 
ruary 20, 1937, and thereafter Albert A. Sprague 
continued as sole receiver until March 31, 1941, 
when Bernard J. Fallon was appointed as co- 
receiver with Col. Sprague. 


LABOR PROBLEMS ARISE NEXT 


In 1936, the Interstate Commerce Commission 
ruled that as an electric interurban railroad the 
North Shore Line was legally exempt from the 
provisions of the Railway Labor Act. While the 


1920’s. (HI Z) 


property did retain some characteristics of the 
typical electric interurbans, it seems clear in 
retrospect that North Shore Line by this time 
was essentially an electrified standard railroad 
and a part of the nation’s general railroad net- 
work. The conventional interurban lines of the 
period were, after all, facing abandonment-- a 
situation that North Shore avoided for twenty 
years. 

For the immediate present the employees con- 
tinued to be represented by the Amalgamated 
Association of Street, Electric Railway and 
Motor CoachEmployees, as they had been since 
1919. In 1937, however, representatives of the 
so-called “standard railroad unions” started an 
organization campaign among North Shore Line 
employees. 

During the early months of 1938 there was 
such a marked decline in revenues that a sub- 
stantial out-of-pocket loss resulted from opera- 
ting the road. The receiver was authorized by 
the court to post a notice that effective August 
15, 1938, there would be a general 15% reduc- 
tion in wages with provision for a sliding scale 
of restoration. As a result, the employees 
struck and for the 51 days from August 16 to 
October 5 there was no service. 


(Continued on page 54) 
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Southbound from Milwaukee in 1957. Off the city streets and out of the 
Harrison yard area, motorman of a late afternoon trip begins to 
build up speed to meet the mile-a-minute average down to Racine. (I) 


bz 


Milwaukee’s south side presented the 
aspect of a city of churches. (RGB) 

At right: The 10:00 departure from Mil- 
waukee Terminal threaded along the 
pavement after getting a green traffic 
light at 5th & Mitchell on Sunday, May 
20, 1962. 

Below: The noon trip of Sunday, August 
19, 1962, rolled gingerly up a slight 
grade on 6th Street before swinging 
across the lanes of oncoming street 
traffic to reach 5th Street. 
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An evening trip from Milwaukee 

paused for a red traffic light. “Car 

stop” sign referred to former 

city cars, which had operated as 
Operations were resumed under anagreement far south as Oklahoma Avenue. 


with the Amalgamated union providing fora (RJS) 
closed shop. The former wage scale was to 
prevail for 90 days after resumption of service, 
except that part of the wages could be paid in 
receivers certificates rather than in cash. Any 
employee whose wages were less than 50¢ per 
hour would receive full wages in cash, while 
for the others the amount of the receivers’ cer- 
tificates would be limited to 20% of the scale for 
60 days, then to 15% of the scale for the next 30 
days. The certificates were payable one year 
from date of issue and were all subsequently re- 
deemed. 


IMPROVEMENTS DESPITE THE DEPRESSION 


Even during the worst of the depression some 
improvements to the railway were made. These 
occurred where a reduction in operating costs 
could be effected, where the value of the prop- 
erty would be enhanced, or where funds were 
made available by public agencies. In 1938 the 
automatic block signal system on the Skokie Val- 
ley Route was completed with installation of sig- 
nals between Dodge Avenue, Evanston, anda 
point just south of North Chicago Junction. 

The interlocking equipment at Ryan, grade 
crossing with the Chicago & North Western Rail- 
way, was modernized in 1942. It had for years 
been in violation of Interstate Commerce Com- 
mission regulations governing railintersections. 


(Continued on page 58) 
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Cars 739, 415, and 752 substitute for a shopped Electroliner in 1961. 
Southbound train at Bruce Street is followed by a 6th Street bus of the 


Milwaukee city system. TMER&L’s 6th Street cars had operated via 2nd 


Street from the downtown area, not sharing the street with North 
Shore Line as later buses did. (SDM) 
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“Traction junction” of Milwaukee 

(at right), Interurban car inbound 
from Hales Corners and an outbound 
Muskego Avenue city car represented 
The Milwaukee Electric Railway & 
Light Company, while a display of 
passenger and LCL cars filled North 
Shore Line’s terminal. (BN) 


Halla [rast 


jrains entering the “lower storage 
ard” at Milwaukee had to negotiate 
curvy grade. Those cars (at left) 


jre all coupled, the bulge in the 
enter of the train notwithstanding! 
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The roof of the Schroeder 
Hotel served admirably 
as a Camera stand, 


Above: As late as 1949 an 
occasional “duplex” artic- 
ulated unit could be seen 
passing the North Shore 
Line terminal enroute 
Waukesha or Hales Cor- 
okewatsts | (U6 IIES) 


At left: How the automobile 
culture had changed the 
picture in a dozen years! 
Part of North Shore’s 
freight house was gone, 

6th Street had been widened 
and channelized, and even 
the “Liner” on Track 1 
could not hold out much 
longer. (MD) 


Chicago & Milwaukee Electric’s birney 334 followed Wells-West Allis car 
of TMER&T at 4th & Wells (above) in 1941. North Shore’s subsidiary 
owned the tracks, but the Transport Company was to use them longer, 

as the Wells car line survived until 1958. (FEB) 


Five-cent Birney had just pulled out of 2nd Street to head west on Wells 
(below). Transport Company car in background is southbound on 
Plankinton Avenue. (JJB) 


FINALLY--SHORE LINE GRADE SEPARATION! 


Progress on another type of grade-separation 
project was to become a reality during the 1930’s. 
North Shore Line management had believed for 
twenty-five years that elimination of grade 
crossings through the Shore Line suburbs was 
inevitable. The existence of two railroads side 
by side in the very center of one built-up sub- 
urban commercial area after another inevitably 
posed hazards and inconveniences upon the vil- 


Shore Line Route trains originating in downtown Chicago 
followed the same routing as Skokie Valley trains over the 
Rapid Transit tracks to Howard Street (at left), north 

city limits of Chicago. Here the Skokie Valley Route turned 
west over North Shore Line’s own tracks, while Shore Line 
suburban trains continued northward on the Evanston “L,.” 
Let’s follow a Shore Line local train for a visual trip 

over the line from Howard Street to Waukegan. (GVC) 


A southbound train paused at Church Street, Evanston, southern- 

most stop on the Shore Line where the platforms were not 

shared with Rapid Transit trains. The Evanston “L” at that 

time was still running on the temporary trestles left over from 

Ss grade separation of the 1930’s (background), (GK) 
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lage residents. But until the depression it had 
beenthe usual practice for most costs of grade- 
crossing elimination to be borne by the railroads 
involved. Neither North Shore Line nor the Chi- 
cago & North Western had ever been in a posi- 
tion to undertake a project of such magnitude. 

The first program of the Public Works Ad- 
ministration in 1935 brought the possibility of 
grade-crossing elimination as a government 
project. Interest gradually dropped off but was 
revived in the autumn of 1937 as a result of the 
death of two prominent Winnetka women in an 
accident in that village. A clamor for action 
arose coincidentally with the President’s an- 
nouncement of asecond PWA program to provide 
needed “pump-priming” for the nation’s economy. 
The village of Winnetka determined that grade 
separation would be eligible for PWA assistance. 

North Shore Line and the Chicago & North 
Western Railway were both in receivership and 
were able to secure funds for their share of the 
work only because reduced operating costs would 
result and the value of their properties would be 
enhanced. The strike of North Shore Line em- 
ployees in 1938 created some doubt that the 
electric line would be able to resume operations. 
This question was resolved six weeks later 
when North Shore Line trains again were opera- 


ting. Financial arrangements were completed, 
legal authorizations came, and workstarted on 
December 19, 1938. 

One of the prehistoric shore lines of Lake 
Michigan intersects the line of the railroads at 
the southern edge of Winnetka and forms a north- 
ward rise of twenty feetin otherwise flat country. 
Plans provided for an elevation through the 
southern part of Winnetka, with gradual transi- 
tion into an excavation to depress the tracks 
through the higher ground in central and north- 
ern Winnetka. While this arrangement did not 
result in level trackage for the railroads, it had 
the advantage of providing depression of tracks 
rather than a less attractive elevationover most 
of the distance. Moreover, it seemed the best 
long-range plan, for it was thought that the 
North Western’s existing elevation through Ev- 
anston would eventually be extended to connect 
with the elevation at the south end of the area 
being reconstructed. 


ENGINEERS PLAN WORK “UNDER TRAFFIC” 


Construction had to be carried on with both 
railroads maintaining service -- 122 trains per 
day on North Shore Line and 94 onthe North 

(Continued on page 61) 


A northbound train of 1938 swooped down from the North Shore 
Channel truss bridge to approach Isabella Avenue, the 
first grade crossing. (GK) 


A southbound train edged out into Linden 
Avenue and approached the junction with the 
“L” lines on an autumn morning of 1931. 
Rapid transit station is out of the picture 

in the left background, while North Shore 
Line’s ticket office was then the frame build- 
ing beside the row of parked autos. (GK) 


Among the fine suburban homes of 
Greenleaf Avenue we see sweeper 

70 rearranging a January 1940 
(WER) 


snowscape. 


Western. In addition, stations had to be kept 
open and a substantial number of street cross- 
ings provided so that the life of the village could 
be carried on. 

These difficult conditions meant that tempor- 
ary facilities had to be constructed. Although 
more elaborate arrangements were necessary 
at points on the elevated section where bridges 
were being constructed, in general stations and 
temporary tracks for the North Western were 
built to the west of that railroad’s existing align - 
ment. This permitted earthwork on the site of 
the former tracks and construction of a new 
line on the alignment of the original tracks but 
at permanent grade. Atemporary electrification 

An occasional passenger permitted North Shore Line to use these tracks 
for Chicago awaited while the original North Shore track area was 
VE aie tasers ea brought tofinal grade and the permanent electri- 
Wilmette. (SDM) ; P 
fied tracks were being constructed. As soon as 
stations and trolley had been completed along 
these tracks, electric operations were shifted 
to them. Finally, the North Western was able to 
begin using its permanent facilities, bringing an 
end to train operations at street level. 

Each railroad then had a double-track line 
throughthe areatogether withnecessary stations 
and, in the case of North Shore Line, a long 
siding replacing several short spur tracks that 
had been removed. North Shore’s new main line 
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was straight, unlike the old one which had en- 
countered reverse curves due to the necessity 
of circling North Western’s station grounds. 
Agreements made as apart of the reconstruction 
job permitted the electric railway’s tracks to be 
laid through these wider parts of its neighbor’s 
right-of-way. A similar pooling of the two rail- 
roads’ rights-of-way in the areas between sta- 
tions permitted a somewhat narrower cut and 
fill than would have been demanded by a plan of 
observing the land boundaries rigorously. 

North Shore Line’s six new stations replaced 
numerous local stops which had existed at al- 
most every street intersection. Tospeed opera- 
tions further, each station except Indian Hill 
was provided with raised platforms for loading 
at car-floorlevel. An elevator was even installed 
on the northbound platform at Hubbard Woods. 

Catenary overhead was suspended from in- 
verted-“U” bridges formed from bent steel 
beams of “I” section. The project also included 
a complete automatic block signal system in 
the reconstructed area—first and only block 
signals to protect movements on the Shore Line 
Route. Altogether, the $4.3 million reconstruc- 
tion was completed on September 30, 1941, and 
resulted in one of the finest stretches of suburban 
electric railway in the Midwest. 


NSL MEETS STREAMLINED COMPETITION 


During the late 1930’s many of the principal 
American railroads introduced modern stream- 
lined equipment on principal routes. Where such 


trains operated in North Shore Line territory, 
as with the Chicago & North Western’s “400” in 
1935, they underlined the competitive need for 
North Shore Line to improve its own equipment. 
A first step, undertaken in 1939 and treated in 
detail in the rolling stock chapters of “Interurban 
to Milwaukee” and of this volume, involved ex- 
tensive modernization of existing heavy steel 
cars for both limited and commuter services. 
Two new articulated streamlined trains, ulti- 
mately designated “Electroliners,” were next 
ordered as a further improvement to the highly 
competitive Chicago-Milwaukee service. These 
took over five round trips daily in February, 
1941, and continued to operate through the re- 
mainder of North Shore Line’s existence. 


THE ICC REVERSES ITS DECISION 


Under the Railway Labor Act, the Interstate 
Commerce Commission had the authority to de- 
termine whether specific electric railways were 
subject to provisions of the Act. Those electric 
lines which were ruled to be essential parts of 
“the general steam railroad system of transpor- 
tation” were subject, while the others were le- 
gally classified as interurbans and were exempt. 
A 1939 decision of the ICC reversed its previous 
1936 ruling and established that NorthShore Line 
was subject to the Railway Labor Act. While by 
this time the railroad wasin fact participating in 
interline agreements with the steam railroads, 
the ruling that North Shore Line was no longer 
exempt as an interurban posed problems. 


Even in the midst of the 
suburban villages, occasion- 
ally a pleasant curve 
greeted the traveler. 

Forest Avenue, Wilmette. 
(WBC) 


The Act provided that employees should be 
represented by a brotherhood for each craft, 
rather than by a single union such as the Amal- 
gramted, to which North Shore Line employees 
belonged. The railroad brotherhoods soon in- 
voked the services of the National Mediation 
Board to have themselves named as representa- 
tives of the North Shore employees. 

By 1942 a substantial number of the men had 
transferred from Amalgamated to the railroad 
unions. As a result, North Shore Line was noti- 
fied that after 5 AM on February lst, members 
of the Amalgamated group would no longer per- 
mit trains to be brought into Chicago over the 
“LL” tracks. Chicago Rapid Transit towermen 
refused to throw the necessary switches. Shore 
Line Route trains had to be terminated at Lin- 
den Avenue, Wilmette, and Skokie Valley Route 
trains at Howard Street. Only military trains 
serving Fort Sheridan or the Great Lakes Naval 
Training Station were permitted tocontinue into 
downtown Chicago. 


MAKESHIFT OPERATION INTO CHICAGO 


The inconvenience and delay to passengers 
caused a sharp drop in North Shore Line traffic. 
Finally, on February 18th, the United States 
District Court ordered the receivers of North 
Shore Line and the trustees of the Chicago Rapid 
Transit Company to arrange for operation by 
Rapid Transit employees while on “L” tracks 
south of Howard Street. 


The Shore Line Route in 1929 was served by a mixture of old and new 
equipment. Express and limited trains used strings of steel cars, 
but locals whichterminated at Evanston might still use one or two 
wooden cars. Looking south at Kenilworth, January 11th. 


The necessity of changing crews at Howard 
proved costly and presented new problems. “L” 
employees were not initially familiar with North 
Shore Line rolling stock. They were generally 
unacquainted with the areas served by North 
Shore Line and had to be trained before they 
could properly answer inquiries of passengers. 
Indicative of the inefficient operation was the 
method of fare collection on northbound trains 
from Chicago. Rapid transit trainmen lifted 
tickets and issued checks which were exchanged 
for checks of a different color after the North 
Shore Line collectors took over the train. 


Such cumbersome operation continued to be 
the routine for twelve years. Eventually, court 
action required the transit union to end its op- 
position and North Shore Line crews again en- 
tered Chicago beginning July 1, 1953, on the 
Skokie Valley Route and February 1, 1954, on 
the Shore Line Route. 


The National Railway Labor Board certified 
the railroad brotherhoods to represent North 
Shore Line train service employees beginning 
in March, 1942. A number of groups, including 
the city line operators, remained with the tran- 
sit union. The railway and the brotherhoods fre- 
quently disagreed over rates of pay during the 
next several years. A strike resulted from No- 
vember 10 to 26, 1944, when the unions refused 
to accept a recommendation of a Presidential 
Emergency Board for a wage increase, 

(Continued on page 65) 


The fine new grade 
separation at Willow Road 
station (opposite page). 

A northbound Waukegan 
Express displayed a mixed 
consist that was common 
for a while. The modern- 
ized rear car would be 
dropped at Highwood. 

(GK) 


A southbound train is seen on the temporarily electrified 
permanent C&NW tracks just south of Willow Road (above) during 
“Stage 2 of Reconstruction” (below) in September, 1940, (GK) 


Winnetka Grade Separation 


NORTH OF WILLOW ROAD SOUTH OF WILLOW ROAD 


C.&N.W. 
STAGE 1 OF RECONSTRUCTION 


C.N.S,& M. 
STAGE 2 OF RECONSTRUCTION 


C.& N.W. ——c.N. ved 


FINAL LAYOUT FINAL LAYOUT 


All views are looking toward the north 
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THE WAR BRINGS TRAFFIC INCREASES 


As soon as the news of Pearl Harbor broke, 
activity of Fort Sheridan and Great Lakes Naval 
Training Station stepped up tremendously. Both 
of these installations were served by the Chicago 
& North Western Railway and by North Shore 
Line, but North Shore connected them with the 
heart of Chicago and provided much more fre- 
quent train service. Facilities were taxed to the 
limit and, in the case of Main Gate and Downey’s 
West, Great Lakes, new passenger stations had 
to be constructed. Sevenformer diners and par- 
lorcars were rebuilt intocoaches. Every avail- 
able North Shore Line car was used to handle the 
crowds, as was rolling stock borrowed from the 
Chicago Aurora & Elgin Railroad and the Chicago 
Rapid Transit Company. 


Freight traffic increased to the point where 
merchandise dispatch cars and Chicago Rapid 
Transit locomotives had to be pressed into ser- 
vice. In addition, one steeple - cab locomotive 
was obtained second-hand from the Arkansas 
Valley Interurban Railway. 

(Continued on page 67) 


Full operation of North Shore 
Line’s new trackage came 
while street overpasses and 
facilities for the North 
Western were still being com- 
pleted—note crossing gates, 
tower, and train-order sig- 
nals remaining from the 
temporary C&NW tracks at 
street level. (GK) 


Some unusual rail vehicles served 
during construction of the 
grade-separated line. (JBD) 
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Eldorado siding (at left, above) provided a third track 
on part of the Winnetka grade separation. (GK) 


A little farther north, trains on the old trackage had 
rumbled through a street of Hubbard Woods. (GK) 
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CHICAGO ENTRY ARRANGEMENTS EXPIRE 


Trackage rights had been established in 1919 
to permit “L” and North Shore Line trains to 
operate between Wilmette and Irving Park Boul- 
evard, Chicago, where tracks were owned by a 
predecessor of the Chicago Milwaukee St. Paul 
& Pacific Railroad. These contracts expired on 
January 8, 1944, but were renegotiated so that 
no interruption in operations resulted. Chicago 
Transit Authority finally purchased this section 
of line from the Milwaukee Road in 1953. 


A REORGANIZATION PLAN IS DEVISED 


Effective April 1, 1943, John B. Gallagher and 
Edward J. Quinn as trustees took over the prop- 
erty from Bernard J. Fallon and A. A. Sprague, 
receivers. The earnings during the war years 
were sufficient to permit payment of some out- 
standing obligations and by 1945 the trustees 
were able to submit a plan of reorganization. It 
was felt at this time that continued operation 
could be successful and that the property should 


(Continued on page 69) 


The dusty street running through the Hubbard Woods section of 
Winnetka included the old Hubbard Woods passenger stop. (GK) 
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Completely different was the new Hubbard Woods station on the 
grade-separated line. Unlike its predecessor, it had space for a 
ticket agency. High-level platforms and an elevator speeded 

the flow of passengers and newspapers. (GK) 


EEE Ys TE 8 EN DIRE SL OTIS AES TED, Vg BK, AT EE 


68 


Central Avenue station in Highland Park occupied a portion 
of that community’s main business street. Note use of specially 


prepared drum signs on chartered trains. 


be reorganized rather than liquidated. The plan 
was accepted by the court, the security holders, 
and the regulatory commissions. As a result, a 
new corporation, the Chicago North Shore & Mil- 
waukee Railway Company, took possession on 
November 1, 1946. 

The new company was rather conservatively 
capitalized and had no bonded debt. The Grey- 
hound bus lines were represented in control and 
some outside observers felt that conversion to bus 
operation would come rapidly. Actually, most 
rail operations were continued for some time 
and improvements were made, especially along 
the Skokie Valley Route and Milwaukee Division. 

Catenary construction was substituted for di- 
rectly suspended trolley wire north of North 
Chicago Junction to Greenwood Avenue in Wauk- 
egan. Automatic block signal protection was in- 
stalled on the entire line in Wisconsin apart from 
the Milwaukee street trackage and the Kenosha- 
Ryan section, where manual block procedures 
were instituted. Only one train was permitted on 
each track in each section between interlocking 
towers at Kenosha and Racine or Racine and 
Ryan, except during periods of clear visibility 
when an occasional following movement might 
be authorized by train order. 

Work began on conversion of the interlocking 
plant protecting the Chicago & North Western 


(WDR) 


crossing at Kenosha to all-automatic operation. 
Such automation began in 1948, although an em- 
ployee continued to be stationed at the crossing 
to handle the manual-block system, 

Otherimprovement projects involved substitu- 
tion of concrete bridges for old wooden trestles 
at two points on the Milwaukee Division. Servic- 
ing facilities were augmented withconversion of 
part of the old power house at Highwood into a 
new car inspection shop. 


SOME SERVICES ARE CURTAILED 


The franchise for Waukegan streetcar opera- 
tion expired late in 1947. North Shore Line felt 
that conditions did not justify a renewal; conse- 
quently, on November 15th the city operations 
were converted tobuses. Shore Line Route trains 
which had formerly entered Waukegan over the 
streets were also affected, being terminated 
at 10th Street. Transfers tocity line buses could 
be used either at this point or at Edison Court 
station on the Milwaukee Division to complete a 
trip into downtown Waukegan. 

With abandonment of the rail operations north 
of 10th Street, the original service provided by 
North Shore Line’s first corporate ancestor 52 
years earlier ceased to be provided. 

(Continued on page 71) 


| At Highwood yard there was plenty of track capacity which could 
i be used by passenger cars laid up between runs, although this 

particularly large collection (above) was accounted for by idle 
equipment during the 1938 strike. (JJB) 
' 
| 
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The Highwood car washer in 
action on a former dining 
car during the early 1940’s. 
(CEK) 
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An application to operate a bus service paral- 
leling the Shore Line Route into Chicago was 
made at this time. The municipalities along the 
lake front had never permitted bus operation and 
opposed the application. North Shore Line did 
not press the matter and, in fact, local bus ser- 
vice between Chicago and Waukegan never came 
to be a reality. 

Less-than-carload freight service succumbed 
to rubber-tired competition during 1947. During 
the same period, however, carload freight in- 
terchange held up so well that two large loco- 


motives were purchased second-hand from the 
Oregon Electric Railway. 

The strike mentioned below forced suspension 
of the Howard-Skokie “L” service operated by 
Chicago Transit Authority over North Shore Line 
tracks. A conversion to bus operation through the 
then vacant areawas effected. The discontinuance 
of rail service occurred effective March 27, 
1948, and reduced North Shore Line’s income by 
$126,000 annually in trackage costs which had 
been run up by CTA’s Skokie cars. 


(Continued on page 74) 


The old Fort Sheridan 
station saw styles in 
military uniforms and 
rolling stock change 
over the years. 

(SDM, CEK) 
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Sacred Heart stop in the southern 
part of Lake Forest featured a 
handsome bridge over McKinley 
Road (Illinois 42). (GK) 


Downtown Lake Forest 
featured a handsome and 
substantial station building 
with platform and fence 
construction to match, 


(RHK) 


East terminal of 
the Lake Bluff- 
Mundelein shuttle 
route was in a hol- 
low alongside the 
Shore Line Route 
station. CERA 
inspection trip 
accounted for the 
unusual sight of two 
trains in the area 


at once. (GK) 


Switching onto the Mundelein Branch 
from Skokie Valley Route tracks 

at South Upton Tower one August 
afternoon in 1955 were cars 174 and 
412. Chicago & North Western tracks 
occupy the foreground. (WDM) 


Condition of the Mundelein 
branch before its upgrading in 
1926 is illustrated by a view 
toward Libertyville while 

the second track at Liberty 
Lake was still under con- 
struction. 


Bound not for Waukegan but for Chicago, car 175 paused 
in front of the handsome Libertyville station 


on April 29, 1961. 


(NJ) 


73 


56 a a GR eH es 


74 


EMPLOYEES STRIKE FOR 91 DAYS 


Early in 1948 the National Mediation Board 
recommended wage increases for several groups 
of North Shore Line employees. The board felt 
that the company was financially unable to bear 
the increased costs without increasing its fares, 
but that some adjustments in wages were never- 
theless necessary. 

The company confirmed its inability to meet 
the recommendation and on March 27th the em- 
ployees struck. An agreement involving in- 
creased wage rates and fares was finally worked 
out and service was restored on June 30th. 

Wages were often lower than those of the mid- 
western steam railroads for comparable work. 
By the 1960’s, car cleaners of the Chicago Tran- 
sit Authority received higher pay than the pre- 
vailing rates for North Shore Line motormen. It 
should be noted, however, that these deficiencies 
occurred largely during a period when the rail- 
way was financially unable to improve the wage 
scales, 


PETITION TO ABANDON SHORE LINE ROUTE 


Although fares on the other railroads began to 
climb shortly thereafter, easing the competi- 
tive pinch, the increased fares, the interruption 
of service, and the growing availability of new 
automobiles combined to create a substantial 
passenger loss for the railway. Curtailment of 
some low-profit operations seemed tobe neces- 
sary. All dining car service except for tavern- 
lounges on the Electroliner schedules was dis- 
continued in June, 1949, Simultaneously, many 
Shore Line Route trips were dropped and an ap- 
plication for elimination of regular Shore Line 
Route train service was filed with the Dlinois 
Commerce Commission. The petition even of- 
fered to backstop substitute local bus service 
with special military trains between Chicago 


What a location 
for a railroad sta- 
tion! Actually, 
additional train 
service supplied 
to the Mundelein 
branch after 1926 
would have con- 
gested the former 
terminal severely. 


and Fort Sheridan whenever troop movements 
were heavy. 

Denial came from the commission early in 
1951. The company accepted the decision for a 
time and did not press its request to add bus 
service. 

The last city rail operation was eliminated 
with final curtailment of subsidiary Chicago & 
Milwaukee Electric’s city line in Milwaukee on 
August 12, 1951. C&ME itself continued in ex- 
istence as owner of the trackage north of Har- 
rison Street. 

The Skokie Valley Route limited service was 
still felt to be viable. Improvements were made 
with the introductionof “Silverliner” cars. This 
modernization program involved complete re- 
decorationof selected heavy steel cars, withnew 
interior fittings and a new exterior color scheme 
of red and aluminum. 

A serious fire destroyed the interior of the 
main Adams & Wabash station on December Wey 
1951, As reequipped, ticket and information 
facilities were much streamlined and presented 
a more modern appearance to suburban and in- 
tercity riders alike. 


INVESTMENT SPREADS BEYOND RAILROADS 


The owners began to diversify the corporation 
into fields of faster growth than transportation. 
Anearly purchase was that of the 1250-customer 
municipal gas system of Lebanon, Ohio. By the 
early 1950’s there were North Shore Line sub- 
sidiaries providing local bus service in Fonddu 
Lac, Neenah - Menasha, Appleton, Sheboygan, 
Racine, and Kenosha, Wisconsin, and Rockford, 
Dlinois, in addition to Waukegan-North Chicago, 
where bus operation had been transferred to a 
subsidiary during the 1948 strike. Other subsid- 
iaries offered intercity bus service between Ra- 
cine and Kenosha and in the Fox River valley of 
Wisconsin, 

(Continued on page 76) 


In later years, many cars were 
laid up on storage tracks around 
the station. Even so, the area 
could present an isolated 
appearance. (WDM) 


While both types of 

equipment were still in operation 
in the 1930's, heavy cars used 
on Chicago-Mundelein express 
trains loaded next to the station 
while the Lake Bluff- Mundelein 
lightweight locals used the 

north platform. (GK) 


tem 


To facilitate further diversification, the rail- 
way was reorganized in 1953 under the Chicago 
North Shore System, Incorporated, a holding 
company incorporated in Delaware. The railway 
then became a wholly owned subsidiary, the Chi- 
cago North Shore & Milwaukee Railway. The 
holding company, later known as the Susquehanna 
Corporation, gradually sold many of the local 
transit subsidiaries and spread into the fields 
of gasoline and of uranium processing. 


A SECOND SHORE LINE PETITION 


A second application to abandon the Shore Line 
Route and provide replacement bus service was 
filed with the Dlinois Commerce Commission 
early in 1954, While it was true that inbound and 
outbound rush-hour traffic was better balanced 
than on any other Chicagoland commuter rail- 
road, the loss of midday riders had sharpened 
the peaking of traffic inmorning and evening and 
reduced efficiency. Even with all-express ser- 
vice, consecutive stops were unusually close to- 
gether for railroad operation and required the 
attention of more trainmenthan if stops had been 
spaced further apart. The use of several stops 
per town spread out the origins of rides and in- 
creased the proportion of time-consuming cash 
fare collections on trains. 


Operation through the heart of each commun- 
ity necessitated frequent street crossings. These 
ran up the costs of labor and materials for cross- 
ing protection and imposed accident hazards. 
Little space was available for commuters’ auto 
parking in such areas, 

Street running, closely spaced street cross- 
ings, onerous speed restrictions, and the nu- 
merous stops lengthened running time so great- 
ly that the usual competitive advantages of elec- 
tric rail transportation were largely nullified. 
Travel time between Howard Street and Lake 
Bluff was twice as great via Shore Line trains 
as over the somewhat longer Skokie Valley 
Route. Moreover, there was the specter of the 
limited- access highway: Edens Expressway 
had been pushed through the valley of the Sko- 
kie, draining off muchtraffic fromthe rails, 

Nevertheless, during the hearings considerable 
Opposition was presented by local interests. On 
December 31, 1954, the linois Commerce Com- 
mission authorized the Shore Line Route aban- 
donment. The proposal to substitute bus service 
was never called to hearing and never pursued, 
Opponents appealed to the Interstate Commerce 
Commission, which in May 1955 refused to 
overrule the state body. In accordance with 60- 
day notice required by Illinois law, July 24th 
was set as the last day of train service, 


Returning from our visit on the Mundelein branch, we see Downey’s East station on the 
Shore Line itself. A long crossover (at left below) served as south terminus of the 
busy Waukegan-Great Lakes city car line. While waiting for a 500-class car to proceed 
into the crossover from the southbound main, the operator on 361 changed ends and 
prepared to push his trolley pole through the switch for a quick turnaround. (JWK) 
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A pleasant curve north of Main Gate station at Great Lakes 
nestled in a cut between Sheridan Road, in the background, and 
the Chicago & North Western Railway mainline. (GK) 


SHORE LINE PASSENGER SERVICE ENDS 


A single track from North Chicago Junction to 
Highwood and for a short distance beyond to Elm 
Place, Highland Park, was retained for access 
to the Highwood shop and for a limited amount of 
freight service. The remainder of the line was 
dismantled during 1956 and in some cases the 
land became available to the towns as downtown 
automobile parking space. 

Passenger cars moved over the line daily to 
and from inspections at Highwood, but except for 
the train crew no one was permitted to ride 
Shore Line movements. Buses had to be char- 
tered for the benefit of office and shop employ- 
ess whose contracts guaranteed them transpor- 
tation to and from work. 


CHICAGO ENTRY CHANGES ARE MADE 


A number of changes in operations over Chi- 
cago Transit Authority tracks was effected in 
the late 1950’s. Track rentals and power charges 


per car mile paid to CTA were increased in 
1952 from 16¢ to 22¢ and were further moved 
up to 23¢ the following year. CTA also paid 
mileage charges at these rates for switching 
movements of its cars between Howard Street 
and Skokie Shops. 

North Shore Line passengers inbound to Chi- 
cago stations had always been permitted to board 
“L” trains for any point on the Rapid Transit 
system without payment of additional fare. This 
arrangement was forbidden by the Chicago Tran- 
sit Authority enabling ordinance, which allows 
free transportation only to authorized and speci- 
fied persons such as Authority employees and 
city police officers. Beginning in 1953, inbound 
North Shore Line trains at Howard, Wilson, 
and Belmont stations unloaded at separate plat- 
forms outside the prepaid area for CTA fares. 
While it was never practicableto separate plat- 
forms at all other stops, these changes insured 
proper collection of fares from most intercom- 
pany riders. 
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After emerging from the “tunnel” under the C&NW, Shore Line Route 
trains joined the Skokie Valley double track and then immediately 
diverged, forming that railroad hotspot known as North Chicago Junction. 
All trains made a positive stop approaching the jynction, and then 
(above) motors groaned in the hot air as a northbound move during the 
last week of Shore Line service pulled up to the platform. (I) 


Over the years, C TA had improved its rapid tain periods it became impossible to use portions 
transit services by eliminating many local “L” of the third and fourth express tracks on the 
stops and by obtaining new cars with higher ac- North Side “L.” Some North Shore Line trains 
celeration rates. These moves had reduced the were channeled totracks alongside the local sta- 
speed differential between various classes of tion platforms— generally the center tracks north 
trains sufficiently that it was nolonger economic of Wilsonand the outside tracks between Wilson 
to operate several interlocking plants during and Chicago Avenue, Exact track assignments 
hours of lighter traffic. Asa result, during cer- varied widely over the years and differed accord- 


ing to factors suchas time of day and congestion 
of other trains on the line. 

The tracks at Wilson Avenue station were ex- 
tensively rearranged following a 1956 collision 
of a CTA train with a standing North Shore Line 
train. Changes here led to further reassign- 
ments of various trains to express and local 
tracks. Details of operations over the “L” lines 


Many of the moves over the switchwork were accounted for 
by Waukegan-Great Lakes city cars, like the 353 and 355 
shown (at far top) in October, 1947. (JJB) A crossing of 
the North Chicago Switch Railway created another junction 
a few hundred feet to the north (directly above). 


are not part of this story and are left for future 
histories. 

The necessity of following “L” trains making 
station stops resulted in some delay to North 
Shore Line trains. On the other hand, rush-hour 
express “L” trains were often delayed by the 
slow acceleration and frequent stops of North 
Shore Line trains south of Chicago Avenue. 
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PETITION TO ABANDON ENTIRE RAILROAD 


As aresult of its diversification program, the 
Susquehanna Corporation had become engaged in 
the processing of vanadium and uranium ores, 
production of shale aggregates for concrete, sale 
of sulfuric acid, and manufacture of welding 
equipment, analog computers, and other elec- 
tronic equipment. The transportation business 
was becoming a small and increasingly unprof- 
itable portion of an otherwise profitable indus- 
trial complex. The bus line subsidiaries had 


At 18th 
Street, 
the line 
began 
to run 
through 
back 
yards, 
(JJB) 


gradually been given up. Neenah-Menasha Lines 
suspended service in 1953 and was liquidated. 
In 1955, the bus lines in Appleton, Sheboygan, 


and Fond du Lac were sold. The Appleton com- 
pany became Susquehanna Sciences, while the 
Fond du Lac company changed its name to Fre- 
mont Minerals, Incorporated, in 1957 and to 
Susquehanna Western, Incorporated, in 1959. 
In full consideration of these factors, during 
June 1958 the railway filed application with the 
Interstate Commerce Commission (I.C.C.) and 
(Continued on page 82) 


The line ran along the east side of 
Sheridan Road in North Chicago for a 
few blocks north of 22nd Street. The 
three spans of the Elgin Joliet & 
Eastern overpass (at left) bridged 
Sheridan Road, the North Shore Line, 
and the C&NW respectively. (JJB) 


A late evening car from 
Waukegan split the dusk 
on its way cityward. 
(WBC) 
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with the Tlinois and Wisconsin commissions to 
abandon all operations. The I.C.C, and the Illi- 
nois commission held joint hearings in 1959. In 
October 1959, the I.C.C. examiner recommend- 
ed abandonment while the Dlinois commission 
took the position that the railway was a neces- 
sary public facility and should continue operation. 

If abandonment occurred, five years of the 
railways losses could thenbe deducted from fu- 
ture Susquehanna profits. Tax benefits plus sal- 
vage income would amount to a considerable 
sum--originally estimated at more than $20 mil- 
lion, although later events proved that a figure 
of $11 million was more accurate. 

Early in 1958, plans had been progressing for 
a Milwaukee expressway program including a 
route along or near South 6th Street. Prelimi- 
nary plans had suggested a reservation in the 
center for North Shore Line trains. This would 
have improved the railway’s entrance into Mil- 
waukee and provided a basis for a possible fu- 
ture local rapid transit route. With the filing of 
the abandonment petition, the North Shore Line 
management had declined to discuss possibili- 
ties withthe highway planners and the railfeature 
had been dropped from the expressway plans. 


eee 


For a brief time, riding held fairly steady. 
Continuing traffic losses to the highway were 
offset by rapid growth and extensive home build- 
ing in northern Cook County and southern Lake 
County, Illinois. Even so, far fewer passengers 
were being carried than had used the railway 
during the depths of the depression in the 1930’s. 


PERPETUATION ATTEMPTS ARE MADE 


As soon as the abandonment application had 
been filed, a group of north suburban residents 
had formed the North Shore Commuters Asso- 
ciation to fight abandonment and, if possible, to 
preserve the road, Acting on the claims of the 
commuters’ association and of the Illinois Com- 
merce Commission that the railway could op- 
erate profitably with a fare increase and certain 
cost savings, in the spring of 1960 the full I.C.C, 
ruled that North Shore Line must continue for a 
year with a 23% increase in fares. Conclusions 
of the I.C,C, as to what should be done by the 
parties during the year’s interim were summar- 
ized by the body as follows: 

During this time, applicant, in addition to 

consideration of the possible economies noted 


South end of Wauk- 
egan street running 
was just north of 
10th Street. Here 

a Chicago-bound 
train eases across 
the northbound 
lanes of Sheridan 
Road to enter the 
right-of-way through 
North Chicago. (GK) 


tting the line back 
10th Street in 1947 
s eliminated the 
tukegan street 
nning. A two-car 
in (opposite page) 
ited out its layover 
ithe new terminus. 
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herein, should, in cooperation with regula- 
tory bodies, its employees, State and local 
authorities, and the public, endeavor to fur- 
ther explore the possibility of reducing op- 
erating expenses. Any fare increase that 
may be granted must be accepted and ap- 
plied pending our final determination herein. 


PETITION FOR IMMEDIATE ACTION 


On February 15, 1961, the company sought a 
final abandonment order, requesting expedited 
action by the Commission. Again action was 
bitterly opposed by the commuters’ association 
and by the Dlinois Commerce Commission. 


The fare increase became effective almost con- 
currently with a 20% increase on the competing 
Chicago Milwaukee St. Paul & Pacific. Unfor- 
tunately the increase produced only $118,493 in 
added revenue during the first year and caused 
the loss of some riders. Contrasting with the 
new income was a forced wage increase to the 
amount of $266,909 per year. Even with the 
raise, the North Shore Line scale remained 
markedly below that of other railroads. 

A severe blow struck the railway in No- 
vember 1960 when the Northwest Expressway 
was opened to provide a connection into down- 
town Chicago from Edens Expressway. As are- 
sult of the paralleling facility, the road lost 
about 46,000 passengers per month. Since pas- 
senger revenues amounted to about 85% of total 
receipts, it became questionable whether the 
line could even continue to meet its payrolls. 


In January 1962, “old man winter” hit and hit 
hard, Although passenger and freight traffic 
both climbed during the month, the cost of fight- 
ing snow and sleet actually increased losses. 
Despite sleet cutters and other preventive meas- 
ures, disabled trolley poles were common and 
schedules were disrupted, especially on the 
Milwaukee Division. In third-rail territory, ice 
formed on the contact surface between trains 
and caused arcing and short circuits. The prob- 
lem was particularly severe on portions of the 
“LL” where there was no Sunday rapid transit 
service. One Sunday in February the ice on the 
third rail caused such problems that the 2 PM 
Electroliner from Chicago left the “L” tracks 
Onlyaatte tomer Ni. 

Possibly realizing that acase against abandon- 
ment had not been made, the commuters’ asso- 
ciation solicited for pledges of money from 
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Car 356, bound for Glen Flora Avenue from Great Lakes, negotiates 
the curve on Belvidere Street. Great width of the street for a short 
distance is due to purchase of an adjoining lot by the railway to help 
ease its cars around the corners without fouling the opposite track. 


(JIB) 


riders and employees for purchase of the rail- 
way at salvage value. No specific figures were 
made public, but it is thought that only about 
$750,000 was pledged. 

On May 18, 1962, the I.C,.C. granted the right 
to begin the abandonment process after 35 days, 
subject tothe usual requirement that the line be 
offered for sale at salvage value to any respon- 
sible party proposing to continue operation. 
Postponement of this order came on June 15, 
partly to allow the commuters’ association time 
to raise funds for purchase. 


THE MAIN CHICAGO STATION MOVES 


North Shore Line’s lease on its main Chicago 
station at 223 S. Wabash expired on June 30, 1962. 
The owner of the building was uninterested in an 
extension, although the railway offered to renew 
its lease. Chicago Transit Authority filled the 
gap by providing temporary facilities for the 
North Shore Line ticket office in the Adams & 
Wabash “L” station building. While North Shore 
Line’s rent costs were reduced, it lost the in- 
come which it had received from concessions in 


Six Mile Road into teamtracks at Oak Creek and 


the former station, resulting in an increase in 
net expenses, 

An upturn in North Shore Line traffic came on 
August 30,1962, asthe result of along-smolder- 
ing dispute between the Chicago & North Western 
Railway and its telegraphers, culminating ina 
strike which completely shut down the North 
Western. A substantial number of commuters 
shifted to North Shore Line and all available 
coaches were pressed into service. Many indus- 
tries which had sidings only on the North West- 
ern were forced to route freight into and out of 
the area through team tracks on North Shore 
Line. Freight cars were even handled north of 


Harrison Street, Milwaukee, something that had 
not occurred in years. But the increased busi- 
ness only resulted inincreased losses. Theneed 
to use extra help on overtime pay with no time 
to plan and rationalize runs and schedules could 
produce no other result. At the end of Septem- 
ber, the North Western strike was settled--both 
commuters and freight again deserted North 
Shore Line. 

(Continued on page 86) 


Equipment jogging across the bridge just south of Water Street in 
November of 1947 illustrates the sharing of East Line trackage in 
Waukegan by interurban and city cars. Car 736 has waited for the 
southbound city car to clear the manual block zone on Water Street. 
(JIB) 


Working a southbound tripper on County Street at Water, 
car 504 was about to enter the block of bidirectional 
single track on Water Street. (JJB) 
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Many “reverse commuters” from Chicago to 
the North Shore communities worked as domes- 
tic employees in the suburbs. Faced with the end 
of train service, a commercial bus operator or- 
ganized the North Shore Transit Club to carry 
such commuters from the South Side of Chicagoto 
Highland Park. During the summer, the operation 
was called before the Dlinois Commerce Com- 
mission at the demand of NorthShore Line andthe 
North Western, which asserted that the line was 
operating as a public motor coach line without 
proper certification. After agreeing to carry 
only its own members, the club was allowed to 
continue operation and later became a certifica- 
ted common carrier. 


The old white frame station building at Waukegan’s 


ATTEMPTS TO SAVE THE LINE INTENSIFY 

Another new organization entered the picture 
on November 15, 1962, when the commuters’ 
association incorporated the North Shore Com- 
muters’ Railroad to purchase and operate the 
road, The corporation prepared to make an offer 
to the Susquehanna Corporation for the railway. 
Meanwhile, noting that a firm offer for the road 
had not been made, the I,C.C. vacated its tem- 
porary suspension of the abandonment permit. 
The commuters’ association appealed toa feder- 
al court in Chicago against implementation of 
the I.C,C, abandonment order on the theory that 
the North Shore Line was still an interurban and 


County Street Terminal was actually located on the street 
of its name, but trains entered and lefi the stub-end 
station tracks on the Utica Street side of the property. (WBC) 


therefore exempted from I.C.C. jurisdiction. 
The three judges of the federal court recognized 
that the line was an integral part of the railroad 
system and upheld I,C,C, jurisdiction. The com- 
rmuters’ association was enjoined from interfer- 


tion and management which enabled the North 
Shore Line men to see that the property could 
not long continue to survive. 

No less an authority than the Interstate Com- 
merce Commission noted: 


We cannot find on this record [its report 
of May 18, 1962] that the present manage- 
ment of applicant has failed toexert its best 
efforts to continue operations without loss, 
despite the fact that the parent company will 
benefit financially if the railroad is aban- 
doned, To the contrary, we believe that those 
operating applicant’s line are entitled to full 
credit for maintaining a safe operation, 
without serious criticism from the public of 


ence unless it could posta bond equal toayear’s 
railway losses, which was far beyond its ability. 

While there was some public bitterness over 

the impossibility of continuing operations, from 

a study of the cold facts of the case it is appar- 
ent that each plan for operating the railway was 
advanced by amateursinthe field of mass trans- 
portation, persons who would criticize insuper- 

able existing conditions without the benefit of the 
training and long experience in railroad opera- 


Even after the Washington Street city line was converted 
to bus operation, trackage between County Street Terminal 
and Edison Court station was retained for equipment shifts 

and special movements, as at Utica Street (below, SDM). 
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Single track on Genesee Street in downtown Waukegan in 


later years was used only by northbound city cars. 
Southbound trips operated on County Street, a block 

to the west. But note the slight offsets in alignment (in 
foreground and distance, above) which remained from 


a siding in the days before there was track on County. (JJB) 


the service rendered, on a railroad which 
for years has had a minimum of mainten- 
ance work performed, and which has only 
antiquated equipment available for use. In 
this connection, it is noted that for the year 
ending May 31, 1961, applicant reduced its 
operating expenses, exclusive of wages paid, 
by $221,077 below those for the previous year. 


The failure of applicant to increase fares 
until required to do so by the action of the 
Commuters’ Association and our findings in 
the prior report cannot be criticized, as the 
prediction of its representatives that such 
action would not result ina net gain now has 
been realized. As to the wage increase of 
June 1960, no suggestion as to what might 
have been done differently has been or now 
is offered; and the argument of applicant’s 
counsel that to the extent that its employees 
have worked at wages which were and are 
below the national average for such work 


amounted to a “subsidy” to the railroad and 
its patrons has merit. It is true that appli- 
cant might have discontinued certain unprof- 
itable trains entirely, and curtailed service 
on others, but the record is clear that the 
savings thus accomplished would make no 
effective contribution to the overall financial 
problems of applicant. 

It is significant that the economies recom- 
mended by protestants are either in the area 
of providing less service to those using fa- 
cilities of applicant, or in cutting expendi- 
tures which contribute directly to safety of 
operation. Even so, protestant’s computa- 
tions directed toward future operation by 
applicant without loss either ignore the cost 
of maintenance which cannot be postponed 
indefinitely, or assume contributions from 
higher passenger fares and acceptance of 
lower wages by employees which reasonably 
cannot be expected to materialize. ... 

(Continued on page 91) 


The city car line through the 
north side of Waukegan presented 
some interesting sights. Of 
single-track construction with 

turnouts at intervals, it operated 

through tree-shaded neighborhoods. 


| Above: Southbound car 354 eased 
around the turn at Franklin and 


County amid the autumn leaves 
of 1947. (JJB) 


At right: Looking into the 

special track work at Glen Flora 
and North Avenues, we see birney 
328 enroute to downtown Wauk- 
egan and Great Lakes. (WER) 
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Also at Glen Flora and North Avenues, a double-truck 


steel unit negotiates the second of many turns along 


the route from “Glen Flora West” to Great Lakes. 


(JJB) 
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Upon receipt of the federal court order came 
notice by the railway of abandonment effective 
Monday, January 21, 1963, at 4 AM. Even then, 
the commuters’ association tried to negotiate 
with Susquehanna Corporation. However, two 
factors prevented effective progress. First, the 
I.C.C, had decided that public necessity did not 
require operation of the railway, so that any 
transaction becamea private matter betweenthe 
parties, results to be determined only by the 
financial situation. Second, the commuters’ asso- 
ciation had too little money anyway. 

With negotiations stalemated, the commuters 
appealed tothe United States Senators from Wis- 
consin and Illinois and to the I.C.C,. to arbitrate 
the matter. These efforts were doomed to failure. 

Even after the abandonment actually occurred, 
efforts to perpetuate the North Shore Line con- 
tinued. The commuters’ association offered 
$1,231,218 for the main line and other assets, 
plus a rental of $50,000 per year for access to 
the Highwood shops. This offer was refused be- 
cause the salvage value of the road was about 
$6,235,000. The company also refused an “op- 
tion” proposition which provided for temporarily 
continued operation by the association fora trial 
period, after which the commuters would either 
purchase the line or return it to its owners. An 
arrangement of this kind would have unduly en- 
dangered the railway corporation, for by the end 
of the trial period the property might be broken 
down, destroyed, or encumbered with liabilities. 

The commuters’ association and the Attorney 
General of Tlinois filed with the United States 
Supreme Court an appeal from the ruling of the 
federal District Court relative to I.C.C, juris- 
diction. On May 20, 1963, the Supreme Court 
refused to hear the appeal. Only this ruling ended 
the legal battle to retain the railway. 

Chicago Transit Authority purchased the five 
miles of line between Howard and Dempster 
Streets to permit its continued access to the 
Skokie rapid transit shops and, possibly, to 
permit inauguration of proposed rapid transit 
shuttle service ona two-year demonstration 
basis. Objective of this project would be to de- 
termine whether such an extension and related 
nominal-rate parking facilities would induce 
motorists to “park and ride” rapid transit. 


THEN COME THE FINAL RUNS 


Meanwhile, the new year had opened with one 
of the coldest Januaries on record. Nevertheless, 
rail enthusiasts and nostalgic local residents 
flocked out to ride and photograph the last of the 
road. Final reminder of Shore Line Route pas- 
senger operations came on Saturday, January 
19, with departure of 24 passengers on the last 
Lake Bluff - Mundelein local from the old East 
Line platform in Lake Bluff. 

(Continued on page 93) 
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The three branches of the line beyond Glen Flora and North Avenues were designated “Glen Flora 
West, to trackside of the railway’s Milwaukee Division (above, JJB); “Glen Flora East,” along 
that street to Sheridan Road (below, HJZ); and “Greenwood Avenue” (opposite page). 


It was evident that extracars would have to be 
provided on practically all trains of Sunday, 
January 20. The Mundelein branch service ended 
with Train 732, due to leave at 10:10 PM for 
Chicago. Acting as a “clean-up” train to take 
out the last passenger equipment, the train was 
about 20 minutes late in starting. Only a few 
residents were on hand tosee their mass trans- 
portation end. A group of high school students 
took a farewell trip to Libertyville. There were 
a number of local riders on the train, all seem- 
ingly taking routine trips and none acting as 
though their mode of transportation was ending 
forever. 

On the main line, a day of heavy riding was 
climaxed by the final midnight train from each 
terminal. Northbound Train 437, a few minutes 
late pulling out, consistedof cars 751, 760, 715, 
757, 774, and 748, the last four for Waukegan 
only. About 1:35 AM it passed the final south- 


During the afternoon of 
May 4, 1941, both new and 
old equipment appeared 
at end of track at Green- 
wood Avenue. (JJB) 


bound trip at North Chicago for the last meet on 
the system. At 2:52 AM in Milwaukee came an 
ironic “end of the line” call. 

The last trip from Milwaukee, Train 436, con- 
sisted of cars 720, 763, 766, and 738, plus 773 
and 252 for Waukegan only. The usual pleasure 
of a rail trip was quite lacking as the train tore 
south across the frozen countryside. Arrival at 
Roosevelt Road was at 2:54 AM. 

As soon as these scheduled runs ended, equip- 
ment was deadheaded into storage--older cars at 
Pettibone yard, the balance of equipment at 
Highwood shops. Removal of empty freight cars 
from the railway continued until Friday, Janu- 
ary 25. At 2:10 PM that afternoon, locomotive 
455 pulled into the yard, having completed the 
clean-up work, and with the end of its service 
came the end of service of the railroad which 
had for years been the standard-bearer among 
the electrics of America. 
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Waukegan City Street Car Schedules 


NORTH SHORE LINE 


“the road of service” 


Waukegan City Street Car Schedule 
EFFECTIVE DECEMBER 15, 1935. 
Subject to change ‘Without notice. 
Daily Except Sunday 


NORTHBOUND SOUTHBOUND 


Flora 
nese 

AM [ aw AM [aM [an AM 
38 oe | om |. 537 | 548 | 600 | Aas 
2 2B feo} Sa? | 662 604 | 61s | eo 
re 600 612 607 6.19 6.33 §.36 
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fate And Every 20 Minutes And Ever 10 Minutes 
$2 | 22) a0 | 90 9.06 | 919 | 9.33 | 996 
$0 | $8 1 3% fase | 98 | gai 93 | 948 | gat 
3@ | 8a | a3 996 | 948 | 1003 | 10.06 
9.0 | 9.33} 949 fia | 2% | 95 i006 10.18 | 1938 | 12.2% 
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tae And Life) Minutes And eas Minutes 

ain nee ba 12.30 12.37 | 1249 1.03 2 
He lias tas lias | fee | |S | 1a | 108 
BS [HS (eS fie] Pe TS ee te 
Freee oe nee o 1.22 127 Hey is iiss 
very linutes And Every 20 Minutes inutes 
nS 919 | 932 ae aa 
$ae | 208 | ste te 93€ | 9.48 | 10.03 | 10.08 
He Hes 8.49 | 10.00 45 951 y 1003 | 10 18 10.21 
$2] 82 | 2M | io]. | 10.08 |10.18 | toss | 18 
1-00 / 10.03 Fieie figiay | te | IO fo io [ios | 10.8! 
eee Nise a By 10 45 10 51 103 H e H q 
10.48 |ioa ioe 1.00 . - 1.06 | ag 1.33 We 
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(A.M, Time in light figuees—P.M. Timo in dark figures) 


SERVICE ON WASHINGTON STREET 
(Daily Except Sunday) 


‘Cars leave Wi ri 
Eve “ mine 0 Street and ping aged al 5.47 AM, 5.57 AM, 6.10 AM and 
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NORTH SHORE LINE 


“the road of service” 


EFFECTIVE DECEMBER 15, 1935 
Subject to change without nation. 
SUNDAY ONLY 


SOUTHBOUND 
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SERVICE ON WASHINGTON STREET! 
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TWO CITY LINES SERVE WAUKEGAN 


By the middle 1920’s, North Shore Line was 
operating more than sevenmiles of city car lines 
in North Chicago-Waukegan. These involved a 
north-south service between Great Lakes Naval 
Training Station and Glen Flora Avenue in Wauk- 
egan and an east-west line along Washington 
Street in Waukegan. 

The Great Lakes -Waukegan line was served 
principally by Birney cars operating on a close 
headway. From the south terminal, a crossover 
at Downey Road on the Shore Line interurban 
route, cars shared double track with the inter- 
urban service as far as downtown Waukegan. 
Here some rush-hour tripper cars turned back 
to handle the heavy southernend of the line, but 
most of the service continued on over single 
track with passing turnouts to the corner of Glen 
Flora and North Avenues at the northern fringe 
of the city. Alternate cars then turned east and 
west along Glen Flora to terminals adjacent to 
the Victory Memorial Hospital or at the Glen 
Flora local stop on North Shore Line’s Milwau- 
kee Division. 

The Washington Street line normally used two 
small double-truck steel cars to maintain its 
schedules between Sheridan Road on the east and 
Lewis Avenue on the west. Besides serving the 
heart of downtown Waukegan, this line contacted 
the Edison Court station, Waukegan stop for the 
Milwaukee Division trains of North Shore Line. 


EXTENSIONS MARK THE LATE TWENTIES 


The principal change in Waukegan city opera- 
tions during the late 1920’s involved construction 
of new track along North Avenue beyond Glen 
Flora to anew terminal at Greenwood Avenue. 
While the area had little population at the time, 
there was plenty of space for residential or indus- 
trial development. Providing a car line rather 
than bus service which was then being operated 
elsewhere in Waukegan permitted through ser- 
vice over the existing rails to Great Lakes and 
thus created a more attractive transportation 
service. No additional cars were operated to 
serve the new extension, however, for with its 
opening in 1926 the Glen Flora East branch was 
withdrawn, : 

The 351 series of ten new city cars was ob- 
tained in 1928. Most of these were assigned to 


Milwaukee, but the 359 and 360 joined the Wauk- 
egan fleet to help relieve some old wooden cars 
which had been needed for tripper service. 

The same franchise which had been granted by 
the city to allow construction of the Greenwood 
extension also permitted installation of track on 
County Street through the downtown district. 
This addition would permit southbound cars to 
be removed from Genesee Street, which was 
only partially double-tracked. 

A loop via Genesee and County Streets had 
earlier existed, but had extended only as far 
south as Washington Street. The new loop, in- 
cluding the County Street trackage which was 
placed in southbound service on May 25, 1931, 
extended one block farther south to Water Street. 


BUSES EVENTUALLY TAKE OVER 


It was the elimination rather than the incep- 
tion of new city rail services that was to mark 
the remainder of North Shore Line’s history, 
however. The Washington Street line was first 
to be discontinued, for several growing areas 
which were not directly contacted by the street- 
car line could be served by buses. 

The World WarII period, of course, was char- 
acterized by intense utilization of the remaining 
car equipment and full usage of the line. Street- 
car service in many cities was being taxed beyond 
usual demands, but few cities had the problems 
of Waukegan, where the car line was the prin- 
cipal link with the greatly expanded activities of 
Great Lakes Naval Training Station. All of the 
351 class double-truck steel city cars were as- 
sembled to serve the property. These were aug- 
mented by asimilarcar borrowed from the Chi- 
cago Aurora & Elgin Railroad, by the smaller 
steel cars which had formerly been used on the 
Washington Street run, by double-door Birneys-- 
by every available city car. Even the old wooden 
two-man double-truckers came out onthe streets 
to handle weekend and holiday loads. 

Wartime requirements may have delayed the 
time when the Waukegan rail operation would 
eventually be discontinued in favor of buses, but 
they could not prevent the substitution altogether. 
Waukegan’s final streetcar operation--and the 
end of its seven-cent cash fares and 9-tokens- 
for-50¢ rate--came on Saturday, November 16, 
NO Ais 


A prepaid area was set 
up for boarding city 

cars at Great Lakes. In 
addition to collecting 
northbound fares, agents 
there sold return tickets 
(at right, RDG). 
(Transfers: JMC; 
timetable: GK) 


BIRNEYS AND TRAINS SHARE 
MILWAUKEE STREETS 


North Shore Line’s other city operation was 
conducted by the subsidiary Chicago & Milwau- 
kee Electric Railway. That company’s route in 
Milwaukee during the mid-1920’s was being 
served primarily by twelve double-door Birney 
cars of the 326-337 series. Streetcar operations 
extended from the former interurban terminal 
at 2nd & Wisconsin in downtown Milwaukee over 
street trackage to Harrison shops and then via 
“high iron” another half mile to a crossover at 
Oklahoma Avenue, Foradistance of three blocks 
on Wells Street in the downtown area, city cars 
of The Milwaukee Electric Railway & Light 
Company used C&ME tracks. More prominent, 
of course, was sharing of tracks with North 
Shore Line’s own interurban trains on the por- 
tion of the route south of the Milwaukee Terminal. 

This joint operation of Birney cars and heavy 
interurban trains was far from unique in the 
United States at the time and yet generated odd 
practices and legends that are still recalled. 
North Shore Line city cars carried a single oil- 
burning marker lampas well as the electric tail 
lights more common to streetcars, 

The friendly rivalry that inevitably results 
when different groups of men meet in the course 
of their daily duties was reflected in the Mil- 
waukee city operation. It is said that a favorite 
activity of interurban motormen handling heavy 
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trains was to clang impatiently while following 
a Birney car and drawing enough power to keep 
the streetcar operator from accelerating. And 
imagine, if you will, the weak rattling sound of 
the passenger signal buzzer on a Birney when- 
ever an interurban train was in the vicinity. 


A FEW CHANGES COME OVER THE YEARS 


The Birney cars were supplanted by double- 
truckers 351-358 when that new series came to 
the property in 1928. These larger cars pro- 
vided normal service thereafter except during 
and just after World War II, when only double- 
door Birneys could be spared for the relatively 
minor Milwaukee operation. 

Even in the late 1940’s, city cars rolled along 
muchas they had done for more than forty years-— 
and, in fact, the same nickel fare was still in 
effect. Surprisingly enough for a one-line “sys- 
tem,” transfers were issued; these were good 
only on The Milwaukee Electric Railway & Trans- 
port Company’s North 3rd Street line, successor 
to the city service of the Milwaukee Northern 
Railway. 

A management proposal in 1950 called for in- 
crease of the fare to 10 cents, with transfers 
given to and accepted from all Transport Com- 
pany routes. Although approved by the Public 
Service Commission of Wisconsin, this plan was 
never put into effect; instead, service was cur- 


tailed north of the Milwaukee Terminal at 6th & 
Clybourn. This reduction to the portion of the 
line also used by North Shore interurbans ended 
sharing of tracks on Wells Street and eliminated 
direct contact with the heart of the business 
district. 

The city service continued to saddle North 
Shore Line with a $50,000 annual loss. On 
August 12, 1951, the remainder of the line was 
discontinued, closing out the era of streetcar 
operation by North Shore Line interests. 


(Por A-00-A 12M-3-45) 
CHICAGO AND MILWAUKEE ELECTRIC RAILWAY COMPANY 
EMPLOYEES YEARLY PASS SIGNATURE SLIP 


Milwaukee city 

line artifacts are 
~ : - rarely seen. 
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MORE INTERURBAN TRAINS ARE SCHEDULED 


Interurban passenger traffic was, of course, 
the class of commerce in which North Shore Line 
principally dealt, Opening of the Skokie Valley 
Route on June 5, 1926, greatly aided the railway 
by providing a bypass over which high-speed 
Chicago-Milwaukee Limiteds could be operated 
on a faster and more reliable schedule. These 
trains, on a basic hourly interval with additional 
“name trains” as needed, saved about twenty 
minutes by use of the new route. The limiteds 
served Niles Center station but generally made 
no other stops on the Skokie Valley Route. 

In addition there was a completely new hourly 
through service between Chicago and Liberty- 
ville-Mundelein. These trains served all Skokie 
Valley stations and hence were officially class- 
ified as expresses, the usual designation for 
trains making station stops but not local flag- 
stops at street corners or road crossings. On 
the Skokie Valley Route there were no local 
stops, though the agency stations were occa- 
sionally referred to as local points. 

Removal of the Milwaukee service from the old 
main line, or “Shore Line Route” as it was des- 
ignated, permitted an increase in the number of 
trains serving the North Shore suburban zone, 


A Limited service was established between Chi- 
cago and Waukegan to augment the existing ex- 
press schedules. Each of these services opera- 
ted on a basic headway of 30 minutes. In addi- 
tion, the local trains serving all stops on the line 
continued as before, operating in general every 
30 minutes northof Evanston. Another local ser- 
vice that was retained, connecting with but not 
operating over the Shore Line Route, was that 
on the Lake Bluff-Mundelein branch. Both these 
trips and the new Chicago - Mundelein express 
trains were terminated at the new station in 
Mundelein, about two blocks east of the former 
end of the line. 

The hourly frequency of Skokie Valley express 
trains had been established largely on the basis 
of potential traffic which might have resulted 
from increasing population in the valley. Such 
frequent service proved unjustified and many of 
the midday trains were dropped. Mundelein 
branch passengers who had used the service had 
the option of using instead the branch-line shut- 
tles and transferring at Lake Bluff for Chicago- 
bound trains, but at Skokie Valley stations other 
than Niles Center there was no alternate service. 

(Continued on page 98) 


the North Shore Line wil! derive a very real benefit 

from the new Skokie Valley Route, to be opened 
with full service on Saturday, June 5. This new twenty- 
three miles of double track will prove its value in 
three distinct ways: 


1—It will bring direct-from-the-Loop, high-speed transpor- 


tation to communities heretofore without such service. 
2—It will imsure faster running time between Chicago 
and Milwankee—which also means between Chicago 
and Waukegan, Kenosha, Racine. 
Bok will provide more service for all towns along our 
Shore Line Route. 


Direct-Without-Change to 
Libertyville and Mundelein 


Beginning June 5, trains between Mundelein and the 
Chicago Loop will operate directs without-change by 
way of the Skokie Valley. The running time from the 
Loop to Libertyville and Mundelein will bea little more 
than one hour at the start, and will be improved as 
operating conditions warrant. There will be convenient 
hourly train service in both directions. Through thisnew 
service, the alluring Lake County Countryside will be 
made more than ever an ideal suburban home local- 

ity for those whose daily employment isin Chicago. 


High-Speed Service for the 
Beautiful Skokie Valley 


Paralleling our Shore Line Route at a distance of only two 
to five miles west, the Skokie Valley Route traverses a 
section noted for its many natural attractions, including five 
forest preserves and eleven golf courses. This choice subur- 
ban area, retarded until now through lack of convenient 
transportation, is already rapidly developing in anticipation 
of the service which will commence on June 5. Fast 
trains every hour to and from the Loop will serve this 
growing home area. 


Fiten individual and every community served by 
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ALLEY: 
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new Skokie Valley Route, 


the power lines, it typifies the last 
word in transportation. The nine 
new stations are of attractive 
CHICAGO 
Loop 


any railroad you have ever seen. 
Plan an early trip over the Skokie 
Valley Route. You will dertve 
interest and enjoyment fram 
every mile of this “1926 model” 
clectrically-operated railroad. 


KEY 
SKOKIE VALLEY ROUTE Gam 


Still Faster Time to Milwaukee 


Two hours from the Loop (Adams and Wabash) to the heart of 
Milwaukee! That will be the shortened running time via the 
Skokie Valley Route. 1 hour and 42 minutes from Wilson and 
Broadway, or 1 hour and 35 minutes from Howard Street Station. 
There will be proportionate time-saving to Waukegan, Kenosha 
and Racine. As at present, a fast Milwaukee-bound train will 
leave Adams and Wabash every hour on the hour. Board your 
train at any of eleven convenient Rapid Transit (“L”) stations— 
Loop, North Side or South Side—saving time and cab fare. 


Increased Service on the 
Shore Line Route 


Routing most of our long-distance trains by way of the Skokie Valley will 
enable us to ler increased service for commuters in the North Shore 
suburbs. Two types of Loop-suburban service will be operated on the Shore 
Line Route. Waukegan Limind trains half hourly in both directions will 
make all limited stops between the Loop and Waukegan. Highwood Express 
trains half hourly in both directions will make all express stops between the 
Loop and Highwood. This means that there will be 4 trains every hour in each 
direction serving the North Shore communities—a train each way every 15 
minutes! This service will be further augmented by 9 north-bound and 7 
south-bound Chicago-Milwaukee Limiteds, which will also prowde direct 
service from North Shore towns to Kenosha, Racine and Milwaukee. tn addi- 
tion, all Limited trains operating via the Skokie Valley will connect at North 
Chicago Junction with Waukegan Limited trains on the Shore Line Route, 


NEW SCHEDULE OF FARES 
10-Ride and 25-Ride Bearer Tickets; 60-Ride Monthly Tickets 
Effective June 1, 1926 


Ressevet 
sod Wbesb-Grane Are. Howard St | 
Ride 10-5 


$6.50 $1420 $16.44 $5.15 
6.92 15.00 16.70 SSB 
8.08 17.60 18.02 6.72 
849 18.40 18.95 7.20 


294 6.40 1208 1.66 
Ll 680 122 «17 || 

7.00 1235 «1.93 || 
740 1235 202 = |] 
7.80 1242 2.30 
840 1274 239 || 
9.00 1295 285 | 
9.00 1295 285 
949 13.01 294 
19.00 1340 3.32 
10.60 13.89 3.50 


GKOKIZ VALLEY ROUTE 
Dempster Street 278 6.00 1200 Lé7 
Harmswoods __ 


10.80 13.30 3.68 
12.00 14.46 4.23 
2 12.80 15.06 4.60 
13.80 16.44 = 4,97 
13.80 16.44 4.97 


* Tickets goed wic Skokie Valley Reate or Showe Lime Romie. 


Chicago North Shore & Milwaukee 
Railroad Company 


The high-speed electrically-operated railroad 
General Offices: 72 West Adams Street, Chicago 


Downtown Station 
209 So. Wabash Ave. 


Uptown Station 
Wilson and Broadway 
Edgewater 3780 


RAIL AND AIR CONNECTIONS ARE ADDED 


North Shore Line one-way fares had been based 
on a 3¢ mileage rate. Looking forward to joint 
ticketing arrangements, the line in March 1927 
raised interstate fares to3.6¢ per mile for uni- 
formity with the railroads. The Illinois Com - 
merce Commission was reluctant to allow in- 
creases but finally gave authority fornew intra- 
state rates effective December 12. North Shore 
Line joined the rail passenger associations and 
participated in the steam railroad tariffs, with 
interline ticketing beginning during 1928. Thus 
passengers at principal stations could purchase 
through tickets to practically any point in the 
United States or Canada. In reverse, railroad 
agents throughout the country were enabled to 
route passengers over the electric line, giving 
these riders the convenience of frequent inter- 
city service. 

It is interesting to note that North Shore Line’s 
entry into interline ticketing antedated that of 
the otherwise more railroad-like Chicago South 
Shore & South Bend Railroad, whose widespread 
joint arrangements did not begin until 1937. 

As mentioned elsewhere, North Shore Line 
began the first of its through services in con- 
nection with an airline on May 6, 1929. Study of 
some of the early schedules is of interest. The 
initial arrangement with Stout Air Lines provi- 
ded for a noon departure from Milwaukee on the 
Cream City Special. Transfer from Roosevelt 


Midway Airport) was made by a Metropolitan 
Motor Coach bus. The Ford tri-motor plane took 
off at 3 PM for ascheduled landing in Detroit at 
5:30. This route was later extended to Cleve- 
land. Evidence of interest by the railway in air 
travel so enthused Stout that one of the planes 
was christened “Miss North Shore.” 

Another medium-distance service provided for 
departure from Milwaukee at either 5:10 or ]1:;00 
AM. Connections were made with a plane of the 
Embry Riddle Company for Indianapolis and Cin- 
cinnati, with arrival at the latter point at 12:30 
or 6:00 PM eastern time, if the weather and the 
mechanical condition of the plane were cooper- 
ative. Overnight trains could then be used to 
complete a journey to the southor east. Through 
tickets via electric railway, gasoline airplane, 
and steam railroad were even sold—though prob- 
ably not in outstandingly great numbers! 

Plane connections with six different airlines 
were being made by 1931, with one of the more 
ambitious involving Universal Airlines. This 
predecessor of today’s United Air Lines provided 
joint service to St. Louis, Kansas City, Los 
Angeles, and San Diego on the west and Cleve- 
land, New York, and Boston on the east. 

It seems unfortunate that North Shore Line’s 
bold pioneer venture into the airways fared no 
better than it did by the test of commercial suc- 
cess. But perhaps the truth was that in this field 
the railway was toofar ahead of its timeto build 
up a long-lived service. 
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A few excerpts from the first timetable 
covering Skokie Valley Route service. By 
this time North Shore Line had “come of 
age” as a railroad—and had such voluminous 
timetable folders that they cannot readily 

be reprinted fully. (GK) 
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SUBURBAN RIDING REMAINS HEAVY 


Always a generator of more business for the 
railway than interline traffic to distant cities was 
the local commerce between the Shore Line Route 
suburbs and Chicago’s Loop. True, the clubcars 
on the competing Chicago & North Western Rail- 
way’s 5:10 PM commuter trip constituted a status 
symbol long before that sociological term was 
invented. But many commuters found that the 
electric line provided a more convenient service 
at no loss in time. Particularly for those whose 
offices were near North Shore Line stops on the 
south and east sides of the Loopand distant from 
the North Western station, using the electric line 
could eliminate a long walk or a streetcar ride 
in Chicago. For commuters who lived south of 
Highland Park the time saving at Chicago offset 
the slower running time of the electric line, and 
even the others could benefit from interurban 
stops maintained at points where there was no 
railroad station. 

Not only residents of the area but also the ser- 
vice personnel necessary to affluent suburbs 
traveled via Shore Line trains. Retail clerks, 
bank tellers, laundry workers, and domestic 
help used the line regularly. So important was 
this class of traffic that peak-hour riding both to 
and from Chicago was balanced to an extent rare- 
ly achieved by commuter railroads. And for 
years, the schedule showed a number of trips 
closing base headway to 15 minutes on Thurs- 


CHICAGO TO NORTH CHICAGO JUNCTION AND MUNDELEIN 


NORTH BOUND TRAINS—FIRST CLASS 


days, the traditional day off for living-in maids 
along the north shore. 

North of the heaviest commuting zone lay Fort 
Sheridan, Great Lakes Naval Training Station, 
and the industrial areas of North Chicago. The 
frequency of Shore Line scheduling well served 
military and civilian personnel traveling to and 
from these areas, 


NSL PIONEERS A NEW BARGAIN FARE 


An early attempt at enlarging use of railroad 
service by regular commuters was made with 
inauguration of the so-called “two-purpose” 
weekly ticket in 1931, This included twelve rides 
over the passenger’s daily route at a 20% saving 
compared to previous fares, but in addition had 
180 mileage units usable anywhere on the rail- 
way upon payment of only 2¢ per mile. The 
mileage coupons not only encouraged others 
than the commuter himself to travel by train, 
but tended to concentrate such usage in non-rush 
hours when there was a greater reserve Capac - 
ity of train service. 

As the depression deepened, the railroads re- 
duced fares and North Shore Line necessarily 
did likewise, lowering its basic rate to the erst- 
while bargain of 2¢ per mile. Large amounts of 
passenger traffic were not to be had at any price; 
many a midday Milwaukee Limited required only 
one car north of Waukegan. 

(Continued on page 105) 
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Daring foge or bad storms, treight and switching movements should be kept 
the mals lines entirely, so far as practicable. When movements are absolutely 
‘eceasary full protection must be given by flagman using fasees and other signals, 
Under the conditions above mentioned delays are expected, and it ahould be 
derstood by all that “Safety” Is the firet consideration. 

Employes are warned that on the road, at stations, in yards and on industrial 
tracks there are buildings, structures end obstructions which, owing to local 
tonditions or requirements do not give clearness to men on top or side of car. 

They most familiarize themselves by persona) observation with these con- 
ditions existing in the district in which they are employed, so that riek of injury 
may be prevented. Mew employes must exercise great care In this respect. 

1. PASSING POINTS ON MILWAUKEE, SKOKIE VALLEY AND LIBERTY- 
VILLE DIVISIONS. 

At passing points between trains of the eame class the train to be passed must 
not proceed before the arrival of the following train except on written orders from 
the dispatcher, except within automatic block tone between North Chicago Jet. 
and State Line extra and local trains may be advanced abead of scheduled trains 
by verbal orders from train dispatcher. Local trains must in all cases avoid 
delay to limiteds. Should « local train be unable to reach scheduled passing 
point in time to avoid delay to a following limited, it will allow the limited to 
pasa before reaching such point, without orders from the dispatcher. 

Extra trains on the Milwaukee, Skokie Valley aod Libertyville Di 
clear the time of all first-class trains at least five (5) minutes. By this 
the train must be in the siding and clear of the main line at least five (5) minutes 
before the time of all schedule trains, unless otherwise ordered by train dispatcher. 

All local trains must clear 400 class trains at least five (5) minutes, when out of 
sutomatic block tone and two (2) minutes when in automatic block zone, unless 
otherwise ordered by train dispatcher. 

All trains having « scheduled passing point must approach these passing points 
under absolute control expecting to find the track blocked. On Mil’ kee, Skokie 
Valley and Libertyville Divisions Jocal trains advanced ahead of limited trains 
must have written authority in train order form from train dispatcher, except 
that on Milwaukee Division outside of automatic block zone, when positive 
block is in operation, trains will not be required to obtain written train orders 
{rom train dispatcher, but will be governed by instructions issued by block operator. 

On the Shore Line Division, trains will operate under yard rule, bowever, this 


will not release extra trains or t ‘off time from protecting themselves against 
followiag trains or failing to avoid delay to following trains. 


Special Rules 


4% REGISTER STATIONS—Contiaved, 

Arriving and leaving time must be eatered as well as any other information 
required by the form 

Extra trains must report to train dispatcher in any event before leaving. 

Conductor on Nos, 305 and 309 Sundays will change register sheet at Mundelein 
and Lake Bluff Jct , and Ticket Agent at Dempster St Station will change register 
sheet at that point at midnight, and forward them to Superintendent at Highwood. 

Train registering at Dempeter St., Niles Centre and finding itself close on the 
time of @ train abead, such train will operate in accordance with the schedule of 
the train ahead, until such train ahead has been passed. 

Solthbound extra trains within automatic block cone between State Line and 
North Chicago Jct. will not be required to obtain « clearance on overdue regular 
trains scheduled to turn back at any point within this automatic block zone. 
Should an extra train be overtaken by such overdue regular train, it will allow 
such regular (rain to pass at the first opportunity. 

Extra trains will be required to obtain a clearance on all regular trains scheduled 
to turn back at any point outside of the automatic block zone on any division or 
sub-division where written orders are required, except at points where register 
stations are maintained, 


4 MOVEMENT OF TRAINS IN YARDS, 

All trains will approach and pass through yards under control, expecting to 
find the track obstructed. Yard motors and extra trains may make movements 
inside yards on verbal orders from the dispatcher, and the above instructions will 
sot apply inside yards, oeither will such motors or trains, when inside yards be 
required to clear the time of regular trains as required outside of yards. They will, 
however, avoid delay to regular trains and will use such protection as may be 
necessary. 

& MOVEMENT OF OPPOSING TRAINS AT STATIONS. 

Whenever an opposing traio is meeting « train standing at « station receiving 
or discharging passengers, the opposing train will stop outside of the station entirely, 
and not proceed uotil the rear end of train that is receiving and disch pes 
sengers bas cleared the {root end of opposing train. The opposing train wi 
pull up to the station platform with the train under absolute control. 

At stations the same as Kenosha where southbound trains stop north of the 
crosswalk, the opposing train can pull into the station while the other train is 
receiving and discharging passengers, but the southbound train must not pull out 
of the station until the northbound train has crossed the crosswalk. 


3. DIRECTIONS, 


North and west bound trains will be designated as north bound trains, and 
south and east bound trains will be designated as south bound trains. 


3, REGISTER STATIONS, 


All trains will register and report at the following register stations, except as 


noted below 


Dempster St, Station, northbound, scheduled trains will register, but not report, 


except Nos. 407 and 421 
xtra trains will register and report 
Highwood Office, report but not register. 


North Chicago Jct, trains on or off Skokie Valley Division or Milwaukee 
Division will report and register except Nos. 407, 421, 406, 420, 432 Conductors 
Milwaukee trains will notify the dispatcher the oumber of passen- 

fers for each connecting line out of Milwaukee and destination. Trains on Shore 


‘on northbound 


ine Division will report 
Milwaukee, all trains 
Mundelein, all trains, 


Lake Bluff Jct, both directions (trains on Libertyville Division only). 


8. MEETING POINT AT ENDS OF DOUBLE TRACK, WHERE TRACK IS 
NOT PROTECTED BY BLOCK SIGNALS. 
Meeting points are shown at ends of double track when the difference between 
the times of opposing trains is ve (5) minutes or less. 


9, TEMPORARY SINGLE TRACK. 


When temporary single track is established no train of any class or direction 
may enter this piece of single track without orders from the pilot, and in the 
absence of the pilot without orders from the Train Dispatcher 


10. FLAGGING. RULE No, 172. 


(a) When a train stops or is delayed under circurmstances in which it may be 
overtaken by another train, the fagman must go back immediately with stop 
signals not Jess than 2,000 feet or 20 poles on straight track, and in clear weather 
and where be can have an unobstructed view of an approaching train at least 
1,000 feet farther, and place one torpedo on rail on motorman's side or before 
if train is approaching and will remain there until recalled or train has arrived 
and stopped. At night, in foggy or stormy weather he will place a burning red 
{use in the center of the track Give hundred feet back of the rear of the train and 
will go back at least 2,000 feet farther. 

When recalled he may return after placing a second torpedo on the rail two 
hundred feet from the first one, if no train is due within five minutes. If so, he 
must remain until it bas been stopped. Upon returning to their train they will 
place « burning red fusee in the center of the track five hundred feet behind the 
rear of train. The front of « train must be protected by the motorman in the 
same manner when necessary. 

(b) At sight or in foggy or stormy weather should a train be thrown off 
schedule under circumstances in which it may be overtaken by another train 
burning fusee must be thrown off to insure safety. 

(c) When a train is going to take a siding or crossover to Jet another train pass, 
it will throw off a burning red fusee at least two thousand (2,000) feet back of said 
siding or crossover. 


11, SLOW ORDERS AND SAFETY STOPS. 


(a) General—During foggy, thick or stormy weather if delayed on any part of 
the road, motormen must not attempt to make up time lost by delay but take 
extraordinary precaution at stations, switches and junction points , Past schedule 
time between any two points is not license to operate trains faster than allowed 
by good judgment, the rules, or special instructions 

(b) At Gauntlet in Glencoe.—All trains will approach and run through the 
gauntlet track at Glencoe under full control. Should opposing regular trains 
Spproach this gauntlet at the same time the orthbound train will have the right 

track. In foggy or stormy weather, when motormen are unable to see clearly 
the opposite end of gauntlet, they must bring train toi ull stop and listen for the 
“pproach of an opposing train, and if no train is in bearing distance, they will 
five one long blast of the whistie and proceed under such control that train can be 
stopped immediately, if an opposing train should come in sight. 

(c)_ Approaching Crossovers.—All trains will approach crossovers under control 
expecting to find the track obstructed. This does not rekeve trainmen from using 
necessary protection when crossing over. 

(4) Spring Switches.—Traios running over facing point spring switches will 
be kept _under control as will enable them to be stopped at once should 
split, Trains will not exceed fifteen (15) miles per hour when running 
trailing spring switches set for other tracks. 

(f) Over Railroad Crossings.—Trains will not exceed twenty (20) miles per 
hour when passing over railroad crossings or between the derails at interlocking. 
Conductors and collectors must watch their trolleys while passing through all 
interlocking plants. Full stops will be made before running over unprotected 
crossings. 


Rules governing train movements 

were numerous at the time of this 1931 
employes’ timetable. Of course, the 

Shore Line, with its street running in Wil- 


mette, Kenilworth, Hubbard Woods, and Wauk- 
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egan, was always the Achilles’ heel of 


North Shore operations. (GK) 


train standing at the station, wil 


bound train has cleared the crossing. 


At Racine, southbound aloe polling into the station, 


id finding a northbound 
wait north of Lindermann Avenue until north- 
bound train has pulled clear of station. Northbound trains finding a southbound 
traio at the station will wait south of 12th Street for southbound train to pull out. 

At Highland Park, whenever southbound train is standing in the station 
discharging passengers and « northbound traio approaches, the northbound train 
will stop on the south side of Central Ave. and will remain there until the south- 


If northbound train is standing in the station at Highland Park the south- 
bound train may pull into the station, but must not leave until after the north- 
bound train has pulled out and any passengers that may be on the opposite side 


be given a chance to catch the southbound train. 


possible to do so and get all cars to the platform. 


All trains should avoid blocking the crosswalk at this station whenever it is 


On the Libertyville Division northbound trains must not pull into the station 


at Libertyville if @ southbound train is in the station or pulling into the station. 


12. SPEED RESTRICTIONS IMPOSED BY STATE, CITY OR VILLAGE 
AUTHORITY. 


Wilmette—Eight (8) miles per hour across streets. Fifteen (15) miles per hour 
on Greenleaf Ave. Full stop southbound at Linden Ave, 

Kenilworth—Fifteen (15) miles per hour on the streets. Pull stop at Kenil- 
Worth station. Five (5) miles per hour across Kenilworth Ave 

Indian Hill—Motormen operating over the Shore Line Division approaching 
Indian Hill during school hours must do so with their train under absolute control 
so they can bring their train to a full stop before reaching the south end of the 
platform northbound and before crossing Winnetka Avenue southbound 

Conductors and Collectors must be on the step of their car when pulling into 
the station and also remain on the step of their car when pulling out of the station 
$0 as not to allow the students to jump on the train before the train comes to & 
stop, or jump on the train after the train has started. 

Winnetka—Pive (5) miles per hour across Elm St. 

Hubbard Woods—Fifteen (15) miles per hour oa Hubbard St. 

Glencoe—Pull stop just before crossing Park Ave. 

Ravinia—Twenty-five (25) miles per hour across Roger Williams Ave. 

Highland Park—Twenty-five (25) miles per hour across Lincoln Ave, Pull 
stop just before crossing Laurel Ave. Pour (4) miles per hour across Central 

ve. 

Vine Ave—During the hours that students are going to and from school at 
Vine Ave., Highland Park, all trains must approach and run through this station 
under absolute control. 

Conductors and Collectors must be on step of their car when pulling into 
the station and also remain on the step of their car when pulling out of the station 
#0 as not to allow the students to jump on the train before the train comes to a 
stop, or jump on the train after the train has started. 

High wood—Twenty-five (25) miles per hour across Highwood Ave., and Wash- 
ington Ave. Fifteen (15) miles per hour through Highwood Yard. 

Lake Porest—Fifteen (15) miles per hour across Deerpath Avenue and West- 
minster Avenue. 


South Upton Jct_—Northbound Mundelein trains must come to a full stop to 
change trolleys, before entering Wye 


Lake Bluf—Twenty (20) miles per hour between south end of station platform 
and point 100 feet north of private drive going into C, & N. W. freight yard. 

Trains operating over Skokie Valley Division will reduce speed to twenty-five 
(25) miles per hour through Lake Blud curve, and through south and aortb legs of 
Wye of South Upton Interlocking plant, and all trainmen will give attention to 
their trolleys at this point. 


North Chicago—Eastline—Pifteen (15) miles per hour over 22nd St,, and 
between 16th St. and 18th St 

Valley Jct.—All northbound trains pulling out of Pettibone Yard must come 
to a, {ull stop before entering upon the mai line. Crews switching across this 
junction onto the northbound track must protect themselves against southbound 
trains. 

Waukegan (Water and Genessee Sts.)—Four miles per hour over switches at 
this point. 


Waukegan (Edison Ct.)—Five (5) miles per hour across Washington St. 


Kenosha—Twenty (20) miles per hour across Salem Ave., Selick Ave., Prairie 
Ave. and Grand Avenue. 


Racine—Trains must not exceed twenty (20) miles per hour across streets 


Milwaukee—Harrison St. Crossover All trains will approach Harrison St 
crossover under control expecting to find city cars crossing over or main line oc- 
cupied 


Milwaukee—Series only on the street and four (4) miles per bour at all fre 
crossings. 


All trains operating between Niles Centre and Howard St. must be operated at 
speed that will allow therm to be stopped within the distance you can see, and does 
not relieve trainmen from protecting as per Rule 172 


18. MOTORMEN MUST NOT EXCEED A SPEED OF FORTY (40) MILES 
PER HOUR OPERATING OVER RAPID TRANSIT LINES. 


If 4 northbound train is at the station southbound tgains must not attempt to 
pull across Milwaukee Avenue until after the aorthbound train has cleared the 


14 SPEED TABLE. 


6. MOVEMENT OF OPPOSING TRAINS AT STATIONS—Continued. 
crossing. Neither should the sorthbound train pull into the station until after 
the rear end of the southbound train has cleared the station. 

Southbound trains will have the preference at stations over northbound trains 
of the same kind. Por example: Southbound local trains will bave the preference 
over northbound local trains. Southbound express trains over northbound express 
trains: Southbound limited trains over northbound limited trains. 

Limited trains in either direction will have the preference over express trains 

and express trains will have the preference over local trains. 

Regular limited traios, extra, express and local trains must not pull into « 
station and stop an opposing limited train not scheduled to stop. 

Extra, express and local trains just not pull lato station sed stop an opposing 
express train. 

All trains scheduled to make a stop at a station should avoid bringing mer- 
chandise dispatch or freight trains to a stop if it can be avoided. 

Whenever a train is stopped by an opposing train at a station where the train 
ls not scheduled to stop, a written report must be made to the Superintendent by 
the Motormen of the train involved. 

Trains holding back out of « station waiting for another train to » 
should reduce their speed far enough back #0 they will not get into the station zone 
before the other train has passed. Conductors should be on the rear platform, 
nd aot allow anyone to leave the traim before it pulls up to the station platform, 

The above instructions do not apply to elevated stations or stations where 
tracks are separated by a fence, unless there is an opening in the fence for pas. 
sengers to cross the tracks, then the opposing train must oot pass this opening 
when the opening is at the rear of the train on the opposite 


6. LOCATION OF YARDS. 
Yards are‘located as follows: 


Blodgett and South Upton crossover switches, 
ig Skokie crossover switches, and to north switch of 
gauntlet under Green Bay Road viaduct, 
Ravinie Park Yards 

From « point three hundred (300) feet south of the south crossover to 
point three hundred (300) feet north of the north crossover. 
Highwood Yards. 

rom @ point three hundred (300) feet south of Highwood Ave. to s point 
ive hundred (500) feet north of Sheridan crossover. 
North Chicago Yarde. 

Prom rer five hundred (500) feet south of the Naval Station switch 
to @ point Bve hundred (500) feet north of the Valley Jct. switch, and from 
Valley Jct. south on the west line cut-off to Pettibone, and from North Chicago 
{560 8, Polat Bve hundred ($00) feet south of Pettibone Switch on Skokie 

alley Division, and from North Chicago Jet. north op the Waukegan City lines. 
Waukegan Yards. 
hundred (600) feet each way, north and south, from Edison Ct. cross 
over. 
Rondout Yards. 

From South Upton to a point five hundred (500) feet north of North 
Crossover. 

Keooshe Yards. 

From ® point five hundred (500) feet south of Avery Street crossover to 
® point five hundred (500) feet north of Grand Ave. crossover. 

aukee Yards, 
Prom Oklahoma Ave. north. 


7. TRAINS PULLING OUT OF YARDS OR SIDINGS. 

Trains pulling out of yards or sidings onto the main line must first ascertain 
it's train is approaching. "This ean only be done by conductor going to center of 
tracks and looking. In automatic block tone traine will ob gna) indication 
before pulling out on main line, In foggy or stormy weather or if view is 
obstructed by curve trains must be protected by flagman or torpedoes, 

Conductors of extra trains must call train dispatcher before pulling out of 
siding, if telephone is available 


Note — This table is for information only and dows not authorize 
stoneding speed limitations of special instructions or however issued. 
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North Shore Line was a favorite of ticket 
hunters. Terminal coupons (at left) were 
used primarily by regular commuters who 
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wanted occasionally to continue down- 


town in Chicago. .. . Ticket below is not 
a round-trip, but a two-coupon one-way 
form providing for a transfer ride. (JMC) 
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18, WHISTLING. 

Except when necessary to prevent accident, the whistle will not be sounded 
between Tower Road and Ash St., Winnetka, and in Milwaukee or Waukegan on 
east line. AD signals to stop or start the train will be answered either by gong of 
whistle. Except where forbidden the road crossing whistle must be sounded as 
the train approaches each crossing. This includes the road crossings south of 
Highwood as well as the crossings sorth of Highwood. 

At all crossings where high speed operation is necessitated by first giving « 
crossing whistle 2,000 feet from the crossing and then again 500 feet from the 
crossing using the customary crossing whistle signal, by timing bis last blast, #0 
that whistle is sounded when reaching the crossing. 

In cases of inclement weather where trains are passing at « point near « cross 
ing where the view is obstructed by any cause, the speed should be reduced 00 
that motormen can observe as to the condition at said crossing. 

18. MEETING AND PASSING POINTS. 

Meeting and passing pointe are indicated on this time-table by Sgures in full 
face type. Smal! figures above such time indicate the train or trains to be met, 
and small figures below indicate the train or trains to pass or be passed. 

17. ON LINES OF OTHER COMPANIES. 

Trainmen while on the lines of the Chicago Rapid Transit Co., and the Chicago 
and Milwaukee Electric Railway Co,, will be subject to the rules of those companies. 
18. RULE No. 68—CHICAGO RAPID TRANSIT CO. 

Dering foggy, thick or stormy weather, if delayed on any part of the road, 
Motormen must not attempt to make up time Jost by delays, but take extra- 
ordinary precaution, especially at switches and junction points, when the right to 
proceed depends on signals, 

THE SAPETY OF TRAINS DEPENDS WHOLLY ON THE MOTORMEN 
BEING ABLE TO STOP IN THE DISTANCE THEY CAN SEE, which means 
in bad fogs, or when their view is obstructed from steam, smoke or any cause, 
Motormen must disregard the schedule altogether and feel their way slowly over 
the line of road, MAKING SURE AT ALL TIMES THAT THEY CAN STOP 
IN THE DISTANCE THEY CAN SBE, If stopped on a curve, or out of view 
of the following train, they will remind the Conductor to send back a flagman to 
protect the rear of the train. On account of the short interval between trains, 
it is not always possible for the flagman to get back in time to flag the following 
train; therefore, the absence of the fiagman will not relieve the Motorman from the 
responsibility (or a collision with the preceding train. 

GAUNTLET TRACK SOUTH OF NILES. 

Preight trains will use the gauntlet track at the following stations south of 
Niles Centre: Main St,, Oakton, St., Kostner Ave., Crawford Ave., Dodge Ave., 
Asbury Ave., Ridge Ave. and Howard St, 

19, TRAINS TWO HOURS LATE. 

Any train becoming two hours late will lose both right and class and cannot 
thereafter proceed except by train order. In case of line failure, train will be 
governed by Rule No. 167 of current book rules. On double track, trains may 
proceed until communication casi be established with the train dispatcher, 

30. CURRENT OF TRAFFIC. 

On double track, trains will use right hand track, except as provided by Bulletin. 
91. DELAYING OTHER TRAINS. 

‘As won as it becomes apparent that any train will delay another at meeting 
point the dispatcher must be notified at the first available telephone. An inferior 
train unable to make a scheduled meeting point will call the dispatcher for orders. 
33. FUSEES AND TORPEDOES. 

A fusee burning red, on or near the track, may be passed only after the train 
bas remained at full stop for one minute, and the train will then proceed under 
control until the obstruction is passed, or until a clear signal is reached. Pusees 
will not be sufficient protection against superior trains. 


At principal Chicago locations, “L” agents (or North 
Shore’s own agents after 1958) sold interurban tickets. 
Riders entering at lesser stations paid “L” fares and 
received exchange coupons, which were then accepted 
by North Shore Line conductors toward a fare. The 


5¢ item was an early half-fare example. 


33. FUSEES AND TORPEDOES—Costinued. 

"To insure the best results the following instructions should be strictly followed 
in handling (usees: 

“First; Do not remove the cap of protecting cover (rom fuse until ready to 
use it 

“Second: Hold the fussee near base with lighting end pointing away and draw 
the friction cap over the igniting end of the fuse. 

“Third: When ignited, drop fusee from the train without using the least 
force. Do not throw it Into the alt—simply. drop it spike end down at an angle 
of about 45 degrees. 

“Fourth: Do not wait {or fusee to have a {ull volume of dame before dropping 
it. The funee has its greatest force before the protecting end is destroyed and the 
more active igniting chemicals are consumed. Drop it 5 seconds after igniting 

Should a fusee fail to burn properly, a report must be made to the superintendent 
promptly. 

Torpedoes are explosive, fuses are inflammable and must be handled accord- 
ingly. Do not place torpedoes at station platforms. 

Surplus supply should be Rept away from stoves or steam heat pipes and should 
be properly stowed to prevent friction or anything dropping or striking them by 
reason of an unusual movement. 

Pusees and torpedoes should be kept away from outsiders and never carried 
away from the railroad. 

In passenger service supply should be kept in cases provided for the purpose, 
in freight service in caboose cars and on engines in tool box. 

Fusees and torpedoes must not be stored in switch cabinets in multiple unit 
or in electric lighted equipment. 

Trainmen must aot place lighted fusees on bridges or culverts, or at station 
platforms. 


28. RIGHT, CLASS AND DIRECTION. 

A train may be made superior to another train by Right, Class or Direction, 
Right is conferred by train order, Class and Direction by time table. Right is 
superior to Class and Direction. Direction is superior between trains of the eame 
class on single track only as specified. 


4, SINGLE TRACK. 

Double track will be operated on Libertyville Division between Lake Bluft 
Jet. and St. Marys West, except between the two switches under Green Bay Road 
viaduct. Southbound track between Mundelein station and St. Marys West will 
be used as a single track. 


26. MOVEMENTS AT SOUTH UPTON, 

Operators have been placed in the tower at South Upton, with authority to 
take orders and clearances. 

A clear indication at South Upton indicates that all trains and sections due 
at South Upton have arrived and left 

When any train is stopped by a stop indication on the signal, the Conductor 
of such train so stopped will immediately communicate with the Operator by 
means of the telephone on the signal. If the Operator has orders for such train he 
will advise the Conductor of the fact, clearing the signal so train can move up to the 
tower. No train so advised will leave the tower without orders or a clearance. 

Southbound trains from Libertyville Division going onto Skokie Valley. Divi- 
sion, or northbound trains from Skokie Valley Division going onto Libertyville 
Division, or northbound trains from Lake Bluff Jct. to Mundelein, must have a 
written order from the train dispatcher to proceed from South Upton, abead of 
an overdue train, Such overdue southbound from North Chicago Jet. or points 
north will receive order at North Chicago Jct. 

Whenever positive block is in operation on Skokie Valley Division, trains 
will not be required to obtain written train order from train dispatcher before 
roceeding ahead of an overdue train, but will be governed by instructions issued 
by block operator. 

Extra trains may make movements within South Upton yard limits without 
written orders but must frst communicate with Operator in tower. 


(JMC, GK) 


26. TRAIN ORDER SIGNALS. 

Train order signals are installed at North Chicago Jct., Edison Court, Zion, 
Kenosha, Racine and Harrison Street, Milwaukee. 

The signals are located on the west side of the southbound track and on the 
east side of the northbound track, They are so situated so indication can be 
seen from approaching train. They have two indications, which are shown by 
colored lights. Red light or when no light is shown indicates stop. Green light 
indicates proceed. The signals have a white marker light about thirty inches 
below the signal head which indicates it is a stop and stay signal in case you have 
stop indication, and it must not be passed without a written order from the 
train dispatcher, except on account of location of these signals it will be permissible 
for motormen to pass these signals with the head end of their train in order to 
get to the platform to discharge and pick up passengers. 

Train dispatcher wishing to stop a train for orders at a station, except where 
qualified Operators are employed, will call the Agent at such station telling him 
to display bis stop signal for north or eouth as the case may be. Train dispatcher 
will then give the Agent an order to hold @ certain train or trains, as the case 
may be, Train dispatcher must not complete this order until the Agent has 
answered, ‘Stop signal displayed stating direction,” and order has been repeated. 

A train finding the train order signal at stop, the Conductor must receive a written 
order {rom the train dispatcheror a clearance from the operator before he can proceed 

After obtaining orders, the train order signal must not be restored to normal 
position until rear end of train has passed the signal three hundred (300) feet 
‘and not then until Agent has received an order from the train dispatcher to do 
80, except where Qualified operators are employed, they may clear the signal after 
train has passed signal three hundred (300) feet, without an order to do so. 

Under no circumstances must a train leave a station, where train order signal 
Is displayed against a train, without receiving written orders, stating, "I have no 
further orders for No. - 

Train order signal must never be displayed for a train after the train has 
arrived and stopped at a station. 

An Operator or Agent must never take an order for a train after the head end 
of train has passed his train order signal until he has notified the Conductor, he 
has orders for their train 

In case of Company wire failure at a station where stop signal is displayed, 
the Conductor will immediately call the train dispatcher by long distance telephone. 

During foggy or stormy weather or whenever necessary to space trains a 
certain distance or time apart, the train dispatcher will issue to each train passing 
through such blocking district, a Form 11 train order naming thereon such points 
that train will stop for orders. No train receiving such order will leave any point 
named in the order, until he has received « clearance from the block Operator at 
such point or points or train order from train dispatcher, 

When train order signals are used to block trains in foggy weather the signal 
must not be cleared while being used as a block signal. 

‘This order must be signed for by the Conductor and complete made in the 
usual manner, The Conductor must personally deliver a copy of the order to 
the Motorman who must read it back to the Conductor before the train departs 
from such station. 


27. CROSSING BELLS AND GATES. 

Trains will keep far enough apart so as to allow the head train to cut out the 
road crossing signal before the rear train cuts in, but should a train cut in belore 
preceding train cuts out the rear train must approach crossing with train under 
absolute control, or if a train cuts in and the signal does not work the train must 
‘approach crossing under absolute control. 

Where gates are maintained, motorman must not cross street or road crossing 
before coming toa full stop unless all the gate arms are down. And if gatemen do 
not lower gates in time, a written report must be made to Superintendent's office. 
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28, RULES GOVERNING THE OPERATION OF THE AUTOMATIC BLOCK 
SIGNAL BETWEEN AUSTIN AND HARRISON. 

Northbound signa! No, 681 at Austin and southbound signal No, 684 at Okl 
oma which govern the operation on the single track are equipped with white 
marker lights. 

The white light attached to these signals indicate that it is a stop and stay 
signal in case you have a stop indication, and it cannot be passed while at stop 
indication without a written order from train dispatcher, unless communication 
with train dispatcher cannot be had then a trainman will proceed ahead of train 
with stop signals to insure full protection. In case the white marker light is out 
on the signal and the signal indication light in the signal head indicates proceed, 
it will not be necessary to obtain an order from the train dispatcher before pro- 
ceeding, but a report must be made to the train dispatcher at the first station stop, 
advising him of the condition of the marker light. 

Extra trains must not delay scheduled trains between Austin and Harrison, 
but may proceed upon receiving verbal orders from train dispatcher, provided 
the signal indication shows proceed. 

The northbound signal No. 685 south of Oklahoma Station on the double track 
and the southbound signal No. 692 south of the pussle switch on the southbound 
track are rear end protection signals, and you will be governed by the followin 

Train approaching signal No. 685 at Oklahoma Ave., northbound, and finding 
It red or stop indication, after remaining at « complete stop for one minute, will 
proceed at a speed not to exceed five (5) miles per hour between that signal and 
the stop board at Harrison St. yards. Southbound trains finding southbound 
signal No. 692 south of the pursle switch at danger, will, after remaining at a full 
stop for one minute, proceed at speed not to exceed five (5) miles per hour be- 
tween that signal and signal No, 684 controlling the entrance to the single track 
at Oklahoma Station. 

Signal No. 682, located 200 feet north of Austin Ave. switch, is a switch pro- 
tection signal, 

Signal No. 683, located 500 feet south of Oklahoma switch, is a switch pro- 
tection signal. 

Signal No. 687, which is a low dwarf signal, located between the tracks at 
Oklahoma Ave., controls the movement of trains through the switch from the 
southbound track on to the morthbound track at Oklahoma Ave. 


28a. RULES GOVERNING THE OPERATION OF THE AUTOMATIC BLOCK 
SIGNALS BETWEEN NORTH CHICAGO AND STATE LINE, ILLINOIS, 
AND HOWARD ST. JCT., AND DODGE AVE. 

On the double track from the north end of the 22nd St. platform, North Chicago, 
to the bridge at State Line, there are installed twenty-six (26) Automatic Block 
Signals. The Grst northbound signal immediately north of 220d St. platform, 
North Chicago, is No. 349 and is the beginning of the block zooe. The last north- 
bound signal just south of Winthrop Harbor Road is No. 461, which protects 
trains to the end of the block zone at State Line bridge where a sign is placed 
reading, “Bad of Block Zone.” The frat southbound signal is No, 472 at State 
Line bridge and ia the beginning of the block zone. The last southbound signal 
is No. 364, which governs to the end of the southbound block zone. This signal 
is located about 600 feet north of 18th St,, North Chicago, and « sign is placed at 
the end of the block zone just north of 22nd St. platform, North Chicago. 

Between Howard St. Jct. and Dodge Ave. the signals are numbered northbound 
at Howard St. Jct., with No. 1, No. 6 and No. 7. 

Southbound, east of Dodge Ave., is No. 12, east of Asbury Ave. is No. 8, and 
south of Ridge Ave. is No. 4. The last southbound signals is connected with the 
Interlocking plant at Howard St., and is of the three position type. 

These tignals are of the color light type with three indications with the excep- 
tlon of the last northbound signal and the last southbound signal. These are of 
the two indication lights. The signal indications are as follows: 

Red or no light indicates “stop.” In clear weather you can proceed, after 


28a, RULES GOVERNING THE OPERATION OF THE AUTOMATIC BLOCK 
SIGNALS BETWEEN NORTH CHICAGO AND STATE LINE, ILLINOIS, 
AND HOWARD ST. JCT., AND DODGE AVE.—Continued. 
coming to a full stop, with train under absolute control, expecting to find a train 
in the block, broken rail, obstruction or switch not properly set. In weather when 
the range of vision is restricted by snow, fog or other condition, Motormen will 
after making a full stop, proceed with caution and at a rate of speed that will 
enable the Motorman to stop within the distance of his range of vision, until 
train passes next block signal ahead showing a permissive or clear indication. 
Yellow indicates "caution," approach next signal prepared to stop. 
Green indicates "proceed. 


Switch Indicators 


The switch indicators at Dodge Ave. crossover, Winthrop Harbor crossover, the 
‘switch leading south out of the east yard at Harrison St., also the north end of the 
puzzle switch at Harrison St., areof the color light type and are placed in an indicator 
case, which should be kept locked at all times wheo not in use. When wishing to use 
the crossover leading to the southbound main or wishing to use the crossover at Har- 
rison St. on to the northbound track or pull out of the south end of the east siding on 
to the northbound track you will turn the indicator knob to the left as far as it will 
go. If the track is clear you will receive a yellow light indication within 25 seconds. 
After receiving the indication you must open the switch, pull your train out on the 
track you wish to use, close your switch and turn the knob on the indicator to the 
right as far as it will go and lock the case. By turning the knob to the left as far as it 
will go sets the block and when you move your train out on to the track you wish to 
use the train itself will hold the block at danger, which will permit you to close your 
switch, and then release your indicator by turning it to the right. 

It is very important that after you move your train to the track you wish to 
use that the indicator be turned back to the right or in release position. If not 
it will hold the signal at danger until someone discovers it and releases it. 

These switch indicators give you the indication of whether or not track is 
clear before taking the crossover or pulling out of siding. 

All other indicators are of the push button type, and are operated as follows: 

At each switchstand there is a staff on which a push button box is located 
‘The person operating the crossover or siding switch will push the button on the 
indicator, and ifa YELLOW light shows, it indicates that there is n0 train on the 
track you wish to use and it is then safe to open crossover or siding switch. If 
when pushing the indicator button no light appears, it is an indication that there 
is w train approaching on the track you wish to use, and the crossover or siding 
awitch must not be changed, 

After pushing the button and receiving « clear indication, the switch must be 
opened within 30 seconds in order to set the block. If the switch is not opened 
within 30 seconds after receiving the signal, a new indication will have to be 
received. 

If you fail to get an indication on either type of indicator and find there is a 
train approaching you will wait until the train clears that block zone before trying 
for the second indication. If on the second attempt you do not get an indication 
you will call the dispatcher, if there be a phone at that point, to find out if there 
are other trains in thet vicinity. If you find there are no other trains in that 
vicinity you must protect yourself as per fagging rule No. 172-A, before pulling out. 

Block signal for a track applies only to trains moving with current of traffic 
on that track. 

When a train is stopped by block signal, which is evidently out of order, the 
fact must be reported to the dispatcher at the first telephone. When « rail ls 
broken in the block signal zone the aignal maintainer must be notified immediately 
so he can restore conditions as soon as track is repaired. 

The fact that a section of track is protected by block signal in no way relieves 
the flagman from protecting hia train in accordance with rule No. 172-A. 


29. CROSSING OVER AT KENOSHA. 


All northbound trains turning back at Kenosha will use Grand Ave. crossover. 
All southbound trains turning back at Kenosha will use Avery St. crossover. 


30. CHICAGO STOPS ON ALL TRAINS. 
Northbound: 
Station No, 109, 63rd 43rd Street. Clark and Lake. 
and Dorchester. Station No, 1, Roosevelt. Merchandise Mart 
University. Road. Grand Ave, 
Cottage Grove Adams and Wabash Station No. 2, Belmont Ave. 
South Park Madison and Wabash. Station No. 3, Wilson Av 
Randolph and Wabash. Station No. 4, Howard St. 
Southbound: 
Howard St. Madison and Wells. Indiana Ave. 
Wilson Ave. Quincy and Wells (Main 43rd’Street. 
Belmont Ave. Station Inbound). South Park. 
Grand Ave. La Salleand Van Buren. Cottage Grove. 
Merchandise Mart. State and Dearborn. University. 
Randolph and Wells. Roosevelt Road. 63rd and Dorchester 


STOPS ON CHICAGO-MILWAUKEE LIMITED TRAINS. 
Dempster St., Niles Centre, Racine. 
Pick up and discharge passengers, Harrison St., Milwaukee. 
North Chicago Jet. Mitchell St., Milwaukee. 
Edison Court, Waukegan. Greenfield Ave., Milwaukee, 
Zion. National Ave., Milwaukee. 
Kenosha, Milwaukee Terminal. 
Trains named below will not stop at Zion: 
Northbound, 407, 411, 415, 42 Southbound, 406, 410, 414, 420, 432. 
Trains No. 407, 421, 406, 420 and 432 will not stopat Zion, North Chicago 
Jct. and Niles Centre. 


30b. STOPS ON CHICAGO-WAUKEGAN LIMITED TRAINS, 

Church St., Evanston, Noyes St., Evanston, Central St., Evanston, Linden 
Ave., Wilmette Ave., Kenilworth, Indian Hill, Elm St., Winnetka, Hubbard Woods 
Station, Park Ave., Glencoe, Braeside, Ravinia, Highland Park, Highwood Ave., 
Highwood, Highwood Office, Fort Sheridan and all local stops to North Chicago Jct., 
22nd St., 2nd Ave., 18th St., 14th St,, 10th St., Browning Ave., South Ave., Bel- 
videre and Genessee Sts., Water and Genessee Sts,, Waukegan Terminal. 

Southbound limited trains will trans(er passengers destined beyond Highwood 
Ave., other than limited stops, at Highwood Ave. 


31, STOPS ON NORTH CHICAGO JCT.-CHICAGO BXPRESS TRAINS. 

Church St., Foster St., Noyes St., Central St., Linden Ave., 6th St., 8th St., 
10th St., Wilmette Ave., Lake Ave., Forest and’ Elmwood, Kenilworth, Indian 
Hill, Elm St,, Winnetka, Tower Road, Winnetka, Hubbard Woods Station, Harbor 
St., ‘Glencoe, Park Ave., Glencoe, Green Bay Road, Glencoe, Braeside, Ravinia 
Station, Beech St., Lincoln Ave., Central Ave., Vine Ave., Highland Park, High- 
wood Ave. and Washington St., ‘Highwood, Highwood Office, Ft. Sheridan and 
all local stops to North Chicago Jet. 

Northbound Highwood express and local trains will transfer passengers des- 
tined beyond Highwood to the limited at Highwood Ave. 
31a. STOPS ON CHICAGO-MUNDELBIN EXPRESS’ TRAINS. 

Mundelein new station, St. Marys of the Lake, Wheeler Road, Garfield Avenue, 
Libertyville, Libertyville Station, (Thornbury ‘Village, oo signal) Rondout, 
Knollwood, Deerpath, Sheridan Elms, Highmoor, Briergate, Woodridge, Nortb- 
brook, Northfield, Glenayre, Harmswoods and Niles Centre. Pick ‘up and 
discharge passengers at Niles Centre. 

32. LOCAL STOPS BETWEEN CHICAGO AND MILWAUKEE. 
STATION STOPS AND NUMBERS 
Station No. Skokie Division Station No. Skokie Division 

99 Dempster St. (Niles Centre) 104 Woodridge. 

100 Harmawoods, 105 Briergate. 

101 Glenayre. 106 Higbmoor. 

102 Northfeld. 107 Sheridan Elms. 

103 Northbrook. 108 Deerpath. 


103 


JR eae 
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4M. TICKET OFFICES. Showing hours tickets are sold: 38. DINING CARS. PARLOR CARS, 

63rd and Dorchester, Chicago. see ee All houre. 405. Daily, except Sunday 407. Daily, 

University Ave., Chicago r All bours. 415. Daily. 411. Daily, 

Cottage Grove. . All bours. 427. Daily 421, Daily 

South Park All hours 404. Daily, except Sunday 410. Daily 

43rd St., Chicago Al) hours. 414. Daily. 420. Daily 

Roosevelt Road, Chicago rt All hours. 428, Daily 422, Daily 

Adams and Wabash, Chicago All hours. 

Madison and Wabash, Chicago All bours 36. WATCH INSPECTORS. 

Randolph and Wabash, Chicago All hours. Webb C. Ball, Suite 914, Garland Building, 58 E. Washington St., Chicago. 

Clark and Lake All hours Olsen & Company, Suite 1112, Garland Building, 58 E. Washington St.,Chicago 
rchandi a ou Meyer & Klopfer, 310 E. 61st St,, Chicago. 

eesentcenats z aaeats W. E. Wrrerhouse, Room 7, Natiooal Bank Building, Highland Park 

Wileod Aven CHicnoy All hours L. J. Yoeman, 25 N. Genesee St., Waukegan, 

Howard St. 5:30 a. m. to 12:30 « H. Hammersmith, Alhambra Bldg., Milwaukee. 

CHURN BEL eae anno avea te tao Ball Railroad Time Service, 200 Public Service Bldg., Milwaukee 

Central St., Evanston 5 

Linden Ave 3 00 a. m. to 11:00 p. 31, SCHEDULE. 

Wilmette Ave, Wilmette.,... - to 11:00 p. Sunday schedule will be operated on the following days: 

Indian Hill eas to 9:00 p. New Year's, Decoration, July 4th, Labor Day, Thanksgiving and Christmas 

Winnetka ee to 11:30 p. and other days when specified by bulletin 

Glencoe . Fy . to 10:30 p. 

Ravinia ; . to 9:00 p. 

Highland Park - . a t 12308 

Highwood Ave Pa = . to 9:00 p. 

Pt. Sheridan . a . to 7200 p. 

Lake Porest . to 10:30 p. 

Lake Bluf 3 to 5:30 p 

Great Lakes to 6:15 p. 

North Chicago Jet to 8:15 p. 

10th St., North Chicago y to 9:00 p. 

Edison Court, Waukegan to 1120 p. 

Terminal, Waukegan 2 to 10:30 p. 

Zion “5 to 4:30 p. 

Kenosha 545 to 12.304 

Racine 5 to 1245 a 

Harrison St., Milwaukee... mm. to 5:15 p. 

Mitchell St., Milwaukee 2 to 10:00 p, easy 

National Ave., Milwaukee... to 715 p. 600 Yons. 

Milwaukee (6tb and Michigan) 1200 tons. 

Libertyville 8:20 p. +1200 tons, 

Mundelein 5:50 p. 607 : 500 tons. 

Niles Centre (Dempster St.). 1045 p 

Harmewoods 6:30 p. 

Glenayre 6:30 p. 

Northfield 6.30 p. 

Northbrook 6:30 p 

Briergate 6:30 p. 

Woodridge 6:30 p. 

Highmoor 6:30 p. 

Sheridan Elms 6:30 p. 

Deerpath 6:30 p, 


$8 County Lines Location 
Cook Co.. i. |County Line Road—Braeside Station 
Lake Co Between M. P. 22 and 23 


Lake Co....... ea pe Line Road Station. Between M P. 46 and 47. 


Kesosha Co. 


Kenosha Co 
Racine Co 


Racine Co... . Welcoey Line Road. Between M. P. 71 and 72. 
Milwaukee Co Wis.| Caledonia 


is.| Pipers Road Between M. P. 50 and 60 


39. LOCOMOTIVE TONNAGE RATING. 
Motor Tonnage 
450 -.» 400 tons. 
451 400 tons. 
“2 | seer 600 tons. 
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). RAIL CLEARANCE SCALE. Top of Rail Height of Load 
Place to Trolley from Top of Rail 
Lake Biufl Subway 4 14 {t. 10% in, 14 ft, 9 io. 
North Chicago Jet. 14 ft. 11% in. 14 ft. 10 in. 
E. J. & E. Ry., No, Chicago} Wt 16 ft. 6in 
—Mil. Div if ; 
E. J. &E. Ry., No. Chicago) 
—Sbore Line. 
North Shore & Western Ry.) 
Bridge, Harrison St ease 19 ft. 4 lo. 18 ft, 10} in. 
Skokie Valley Div 


14 ft. 844 in M4ft. Tin 
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Excerpts on these two 

pages finish off the special 

rules in the 1931 timetable, except 

for siding capacities, quotations 

from the Hours of Service law, and the 
list of company surgeons, which 

are not reprinted here. 
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Variations on the transfer slip at the far right served 
over the years to control fare collections when pas- 
sengers used more than one interurban train to reach 
their destinations. The smaller transfer was often 
used by sailors from Milwaukee Division points 

if they wished to reach the Shore Line stations at 
Great Lakes. (JMC) Simple continuing rides, such 
as changing from locals to limiteds, were sometimes 
handled without use of a special transfer form by 
punching and returning the passenger’s ticket 

for re-use. 
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32. LOCAL STOPS BETWEEN CHICAGO AND MILWAUKEE—Contioued. 32 LOCAL STOPS BETWEEN CHICAGO AND MIL WAUKEE—Continued. 342, LOCAL STOPS ON NORTHWESTERN AND SOUTH SIDE ELEVATED 
Station Station RAILROAD—Continued. 

Milwaukee Division—Con. North of Loop—Con. 

Center 


ene 
esgereste 


South Milwaukee Road. 
Randolph & Wells 
Madison & Wella 
Duester's Crossing. 
33. BAGGAGE TRAINS AND BAGGAGE STATIONS. 
The following trains will carry bagg: 
». 401 leaving at 5:15 
. 403 leaving at 6:05 
. 409 leaving at 
. 413 leaving at 
. 417 leaving at 
423 leaving at 
). 429 leaving at 
. 437 leaving at 
442 leavii 
. 400 leaving at 
402 leaving at 
. 408 leaving at 9:00 a, m—All stations. 
. 412 leaving at 11:00 a. m—All stations. 
. 418 leaving at 2:00 p. m.—All stations 
Train No. 426 leaving at 5:00 p, m—All stations. Except Zion. 
Train No. 434 leaving at 9:00 p. m.—Racine, Kenosha, Edisoo Court and Chicago. 
). 440 leaving at 11:30 p. 
. 621 leaving at 8:00 a. 
Train No. 641 leaving at 1:00 p. 
Train No. 61 leaving at 6:00 p. 
Train No. 528 leaving at 10:28 «. m. 
Train No. 548 leaving at 3:28 p. 
570 leaving at 8:58 p. m.—No. Chicago, Lake Forest, Highlaod 


Arthur St. (Milwaukee), 
Chase Ave. (Milwaukee). 
Lincoln Ave, (Milwaukee). 
Grant St. (Milwaukee). 
Beecher St. (Milwaukee). 
Rodgers St. (Milwaukee), 
Burnham St. (Milwaukee). 
Maple St, (Milwaukee). 
Mitchell St. (Milwaukee), 
Lapham St. (Milwaukee). 
Orchard St. (Milwaukee). 
Greenfield Ave. (Milwaukee). 
Madison St. (Milwaukee), 
Scott St. (Milwaukee). 
Washington St. (Milwaukee), 
Mineral St. (Milwaukee). 
Walker St. (Milwaukee), 
National Ave. (Milwaukee). 
So, Pierce St. (Milwaukee) 
Park St. (Milwaukee), 


LIBERTYVILLE BRANCH No. _Chgo. Diy. (Shore Line)—Con. No. Milwaukee Divisloo—Con. 
22 Lake Bluff. 17 Beech St. (Highland Park). 31. 14th St. (North Chicago). 
83 C. &N. W. Crossing 17 Lincoln Ave. (Highland Park). 31, 10th St. (North Chicago). 
84 Whitnell's Crossing. 17. Ravine Ave. (Highland Park). 32 Btb St. (Waukegan). 
85 Knollwood. 17 Laurel Ave. (Highland Park). 32 Belvidere St. (Waukegan). 
86 Attridge Crossing. 17 Central Ave. (Highland Park) 32 Edison Court (Main Station). 
87 Rondout. (Main Station). 32 Grand Ave. (Waukegan). 
88 Arcady 17 Elm Place (Highland Park). 32 Ridgeland Ave. (Waukegan). 
89 Greenhouse. 17 Vine Ave. (Highland Park). 32 Glen Plora Ave. (Waukegan). 
90 Dubs Crossing. 17 Moraine Road (Highland Park). 33 Bonnie Brook. 
91 Thornbury Village. 18 HighwoodAve.(Highwood) (Main 34 Holdridge’s Crossing. 
92 Thornbury, Station). 35 Beach Station, 
93 Liberty Lake. 18 Washington Ave. (Highwood) 36. 33rd St. (Zion). 
94 4th St. 18 North Shore Office (Highwood), 36 2th St. (Zion), 
94 Libertyville (Main Station) 19 Pt. Sheridan (Main Station). 36 27th St. (Zion), 
94 Stewart Ave. 19 North Gate (Pt: Sheridan). 36 Zion (Main Station). 
04 Garfield Ave. 20 Sacred Heart Academy. 36° 2lat St. (Zion). 
95 Diamond Road. 21 Parwell's (Lake Forest). 36 18th St. (Zion). 
96 Wheeler Road. 21 Calvert's (Lake Forest). 37 18th St. (Winthrop Harbor). 
97 St. Mary's of the Lake. 21 Deerpath Ave. (Lake Porest) 37 Winthrop Harbor (Main Sta). 
98 Mundelein. (Main Station). 38 State Line. 

21 Westminster Ave. (Lake Forest). 39 Tobin Road. 
CHGO. DIV. (SHORELINE) — 91, scott St. (Lake Porest). 40 McKeown Road. 


Train No, 717 leaving 2:10 p. m.—Between Chicago and Mundelein. 
Train No. 718 leaving 4:30 p. m—Betwecn Mundelein and Chicago. 
Trains on Libertyville Division making connections with the above mentioned 
trains will carry baggage. 


BAGGAGE STATIONS: 
Congress St., Chicago, Ravinia. Great Lakes. 
Wilson Ave., Chicago. Highland Park. North Chicago Jct. 
Dempster St., Niles Centre. Highwood Ave. Waukegan (Edison Court), 
Howard St., (Hand Baggage). Pt. Sheridan. Zion. 
Church St,, Evanston. Lake Forest. Kenosha. 


Oregon St. (Milwaukee), 


Clybourn St, (Milwaukee). 
Milwaukee Terminal, 
AND SOUTH SIDE ELEVATED 


5 Church St. (Evanston). 21 Noble Ave. (Lake Forest). 41 South Kenosha. 

5 Poster St. (Evanston). 22 Kennedy's (Lake Bluff). 80th St. (Kenosha). 

5 Noyes St. (Evanston). 22 Lake Bluff (Main Station). 42 Tanck Ave. (Kenosha), 

6 Central St. (Evanston) 23 Crab Tree Farm. 43 Kenosha (Main Station). 

6 Isabella St, (Evanston). 24 Arden Shore. 44 Grand Ave. (Kenosha), 

7 Maple St. (Wilmette), 26 Downey's. 27th St. (Kenosha) 

7 Linden Ave. (Wilmette). 27 Naval Station. 45 Burlington Road (Adams St). 
8 Oth and Greenleaf (Wilmette) 28 North Chicago Jet. 46 Birch Road. 

8 8th and Greenleaf (Wilmette). 29 22nd St., North Chicago. 47 Bose Road. 

8 10th and Greenleaf (Wilmette). 29 C.& N.W. Crossing (No. Chgo.). 48° Berryville. 

8 Wilmette Ave. (Main Station). 29 18th St. (Main Station), 49 Kenosha Country Club. 

8 Lake Ave. (Wilmette), 29 Cyclone Station (No. Chgo.). 49 Hansche Road. 

8 Porest and Elmwood (Wilmette). 29 14th St. (No. Chgo.). 50 Piper's. 

9 Kenilworth 29 12th St. (No. Chgo.). 51 Klinkert Road. 

® Ivy Court. 29 10th St. (No. Chgo.). 52° Spring Park. 

10 Indian Hill. 30 So. Cemetery Gate (Waukegan). 53° Taylor Ave. 

11 Ash St. (Winnetka) 30 No. Cemetery Gate (Waukegan). 54 17th St (Racine), 

11 Cherry and Oak (Winnetka) 30 Browning Ave. (Waukegan). 54 Racine (Main Station). 

11 Elm St. (Main Sta., Winnetka). (May Street). 55 Middle Road. 

11 Pine St. (Winnetka) 30 South Ave. (Waukegan). 56 Racine Golf Club. 

11 Eldorado (Winnetka). 30 McKinley Ave. (Waukegan). 57 Horlicksville Road. 

11 Tower Road (Winnetka). 30 Liberty St. (Waukegan). 58 Rapid’s Road. 

12 Hubbard Woods. 30 Belvidere St. (Waukegan), 59 Camper's Road. 

13 Scott Ave. (Glencoe). 30 Lake St. (Waukegan) 60 Three Mile Road. 

13 Woodlawn Ave, (Glencoe) 30 Water St. (Waukegan). 61 Pour Mile Road. 

12 Harbor St. (Glencoe), 30 Washington St. and Genesee St. 32s. LOCAL STOPS ON NORTHWESTERN 
13 South Ave. (Glencoe). (Waukegan). RAILROAD. 

13° Park Ave. (Main Station). 30 Waukegan Terminal. NORTH OF LOOP 

18 Lincoln Ave. (Glencoe). den Dem; Loyola 
18 Green Bay Road (Olancoe), MILWAUKEE DIVISION Testi aicee ni Granyite 
14 Braeside. 28 North Chicago Jet. eis Srey qecscale 
15 R Park. 31 22nd St. (North Chicago). waster nave 

16 Ravinia Station, 31 18th St. (North Chicago). Davis Korers Park Argyle 


AND MILWAUKEE RAILWAY CO. 
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R. S. AMIS 
General Traffic Manage 


Loop Stops—Con. South of ‘on. 
South Side Twenty-Ninth St. 

LaSalle & Van Buren y- 

State & Dearborn Thirty-Third St. 

Side Thirty Fifth St. 

Adams & Wabash Thirty-Nioth St. 

Madison & Wabash Ave. 

Randolph & Wabash Porty-Third St. 
North Side Porty-Seventh St. 

Pifty-Pirst St. 
State & Lake i 
Clark St. Pifty-Pifth St. 


Pitty Eighth St, 
SOUTH OF LOOP Sixty-Pirat St, 


ngreas South Park Ave. 
Roosevelt Rd. Cottage Grove Ave. 
Eighteenth St. University Ave. 
Twenty-Second St. Dorchester Ave. 
Twenty-Sixth St. Jackson Park 


-—All stations, Saturday only. 
. Except Saturday, 


Except Zion. 
Except Zion, 
—Kenosha, Racine and Milwaukee, 
—Racine, Kenosha and Chicago, 
—All stations. 

—All stations. Sunday only. 


at 


—Racine, Kenosha and Chicago. 
Except Sunday. 


|.— All stations. 


Park, Glencoe, Winnetka, Wil- 
mette, Evanston and Chicago 


Lake Bluff, Racine. 
Libertyville. 6th and Sycamore, Milwaukee. 
Mundelein. 
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attract recreational traffic. One phase involved 


the Chicago Aurora & Elgin, Chicago South Shore 
& South Bend, and even Gary Railways. (RGB) 


Of course, the riding loss together with recent 
purchases of new cars had the incidental effect 
of permitting progressive removal of wooden 
coaches fromservice. For years many had been 
required to hold down local andexpress trips on 
the Shore Line Route. Around 1930, steel cars 
which had been the railway’s best only fifteen 
years before were no longer needed in limited 
services andcould thus take over more and more 
locals. By 1931 the railway was able to report 
the use of steel cars on all trains “except a few 
short local runs”—notably the New Trier and 
Highland Park school trippers. The school ser- 
vices required several cars foronly a few hours 
each day during commuter periods. Moreover, 
they spent the midday period on layup sidings 
adjacent to the schools involved, locations from 
which they could have been returned to service 
only by much deadhead mileage. 


The Insull railway and bus lines combined to 


publishing of hike plans for many specific lo- 
cations along North Shore Line (as at right), 
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Mileage records show that after 1935 wooden 
cars saw nofurther use.until World WarIl, Even 
the school trippers received whatever steel cars 
were available--often cars 414 and416, equipped 
with,low-back seats after being converted from 
dining cars in 1942. In fact, there was such a 
surplus of wooden coaches that cars were leased 
to the Chicago Aurora & Elgin Railroad, whose 
rush-hour passenger traffic had boomed due to 
construction in the commuter suburbs west of 
the city just as North Shore riding had sunk.* 

(Continued on page 108) 


*In addition to “Interurban to Milwaukee,” spe- 
cific references to which are not cited in this 
volume owing to their number, see “The Great 
Third Rail” (CERA Bulletin 105), pages II-6, 
T-24,0-25,01-2,U1-17,and 11-28 through I-31. 
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Then, suddenly, the trail enters upon a strip 
of shore of wonderful beauty. Here is a hiking 
country! Wild and seemingly untouched by in- 
truding civilization—scrubby timbers and matted 
bushes—the Dunes extend along the shore to 
Dead River and beyond. The trail passes close 
to the shore up to the River and then to the 
Dune’s Pines along the high bluffs. 

A stop for a rest and we descend the bluff 
to the Dunes once more. Along this inland trail 
everywhere is evidence of nature’s grandeur. 
Then we enter Waukegan with its industry and 
homes where a comfortable North Shore Line 
train awaits us for the return home, 
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THE ROAD OF SERVICE 
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MILWAUKEE ¢ RACINE e« KENOSHA 
Skokie Valley Route 


e CHICAGO 


Effective 
October 26, 


SOUTHBOUND i oe) cj. ; 
CENTRAL STANDARO TIME RO | 8 | R-D BX 
| 
| Cala (Peg * 
MILWAUKEE | | | | | 
bth and Michigan. . 6,00' 6.00} 7,00 8.00) 8.00 | 9.00} 10.00], 11,00} 11.00 12.00 1.00 
Notional Avenue. . |} 604, 4.04] 7.04 z goa! % a.04 9.04] 10.04) § 11.04} Bi o« 12,04 1.04 
Greenfield Avenue. . 6.05) 6.05 7.05| § 805| § 805 9.05] 10.05) § 11.05} § 11.05 12.05 1.05 
Mitchell Street. . 6.08| 4,08 7.08; = 808} = 8.08 9.08| 10.08! $1108) $11.08 12.08 1.08 e 7: 
Horrison Street... 5 612! 6.12 7.12} Bez, Baie 9.12/ 10,12 pepe) NP 12.12 1.12 The Milwaukee-to-Chicago 
| | 9s s | 8 ° . : + * 
Racine... ees : 6.32] oh 7.32 8 830 g 830 | 9.32] 10.32 g 11.30 pal 30 12.32 1.32 limited services on this page 
| - = = 
|< € < 
Kenosho. ~ ‘ Gr4 211/15 21|| ne 7a43 8.40] ~ g.40 as 9.42| 10.42 11.40 11.40 12.42 1.42 were current shortly after 
> | = the Electroliners entered service. 
Lion... ++ aeons HESS 7.04 7.53 8.48) 8 9.51] 10.51 11.48 11.48] a. 12.51 1.51 = P 3 PM 3 and 
§ | | i xtra-fast trip on Sundays 
3 3 Pp WA 
Waukegan a | \% 7 ese ° x 3 
Edison Court....secseseeeesenes “|e 658) a 7-15 2 8.01 8.53 855) & 858) 5 9.58 F 10.58 11.55 11,55] 912,00] 212.58 2 1.58 survived for years. Note less- 
2 = |s | 8 le a |v - 2 3 2 5 
° Q | /& \Q = 
North Chicago Junction, ..ss+-eees - | & 7.05; 9 7.22 ; 8.08 0 9.00] W 9.05; | 10.05| | 11.05 12.00 | 31205) | 105/49 2.05 long-lived practice of operating 
» | | i i) . s 
igen Ro Se aes > 3 3 OR 3 diners and the last Electroliner 
coke Blu = 3 = 3 
3 g : 2 E : : 
Scranton Avenue. sss eeeesseeees “ 3 7.09) 3 7.26) & 8.12| |... i 9.09) 10.09 g.. [3-.--| 8... Bears around the Loop in Chicago. 
| aT bl = ~ — 
Skokle (Niles Center) 2 j 2 — ( RGB) 
Dempster Street..ssscecsecsers Sy eSsin72271 7.52 8,30 Pe ves] E928) 10.25) 11.25) WY... vee. | 2.25 1.25 2.25 
i | g 
CHICAGO ~ | | | 
Howard Street 7.34] 7.59] 8.37] 9.23 9.25] 9.35| 10.32] 11.32} 12.25 12.24| 12.32] 1.32 2.32 
Wilson Avenue es 7.41 8.06] 8.44) & 9.29/ & 9.31 9.42) 10,39) 11.39] = 12.31) 12.30] 12.39) 1.39 2.39 
Belmont Avenu: Bs nae 7.46! 8.1) 849/934) § 9.36) 9.47) 04a] 1144) B 12.96) & 12.95) 12.44 1,44 2.44 
| | | 
| > 2 
Chicago Avenue.cespsesececeees ¥ 7.54 8.19: 8.57, ® 9.at| 2 9.43] 9.55] 10.52] 11.52] @ 12.43] § 12.42] 12:52 1.52 2.52 
Grand Avenue... ane 7.55, 8.20 858 & 942] © 9.44| 9.56] 10.53] 11.531 @ 12.44 B 1243) 1253] 1.53 2.53 
Merchandise Mart... . Sane 7.56 8.21 8.59 § 9.43] 3 9.45) 9.57] 10.54) 11.54) & 1245] 2 12.44) 12.54 1.54 2.54 
| | Lo 8 & 
| w Mi a 
CHICAGO LOOP | s a 
Randolph & Wells... G 7.57 8.22, 9.00 & 9.44 9.46] 9.58} 10.55) 11.55] & 12.46 12.45) 12.55 155 2.55 
Madison & Wells. 7.58 8.23. 9.01 & 9.45 9.47| 9.59} 10.56] 11,56] & 12.47 12.46] 1256) 1.56 2.56 
Quincy & Wells... 7.59 8.24, 9.02 9.46] 9.48} 10,00} 10.57) 11.57] 9 12.48 12.47| 12.57] 1.57 2.57 
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A.M. Time in light figures. P.M. Time in dork Agures 


For explanation of reference notes see page No. 25. 
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All Alr-Conditloned 


DINER-LOUNGE CARS 


A perfectly prepared North Shore Line meal or a sparkling beverage, served in the charming surroundings 
of a newly designed Diner-Lounge car is an experience you must not miss! With their festive, colorful interiors 
and gay murals, their deep-upholstered settees and smart cocktail appointments, these cars add a new 
comfort for your travel pleasure. Diner-Lounge trains leave Chicago and Milwaukee morning, noon and 
evening, daily except Sunday. 


Opposite page: Evidence 

of the railway’s well-justified 
pride in new equipment of 
1941. (GK) 
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vestibule steps, no sand—but plenty of passenger space. 


Back to the base. Chicago Rapid Transit steel cars tread Green- 
leaf Avenue in Wilmette, here at 6th Street on a Fort Sheridan 


special of 1944. “L” cars had no pilots or wheel guards, no 


THE SOUTH SIDE EXTENSION EXPIRES 


During 1938 a further reduction in car re- 
quirements was achieved and a little-used ex- 
tension of the system was discontinued with 
elimination of the remaining limited train ser- 
vice to Chicago’s South Side. Roosevelt Road 
“L” station, just south of the downtown area, 
then became the southernmost terminus. Inter- 
urban car storage in the 6lst Street coach yard 
of the “L” was discontinued, being transferred 
principally to the center track of the “L” main 
line between Roosevelt and 18th Street. This 
track had insufficient capacity for all North 
Shore Line cars laid up in Chicago during the 
midday period, so that several trains were 
deadheaded north to Wilson Avenue for storage. 

The Roosevelt Road station was a traction hot 
spot before opening of the State Street Subway in 
1943, Inaddition to North Shore Line moves, all 
South Side “L” trains passed over its two main 
tracks. Train movements approximated one pes 
minute on each track during the peak hours. 

Construction of the south ramp connecting the 
State Street Subway with the “L” tracks south of 
Roosevelt station interfered with North Shore 
Line switching and car storage and necessitated 
operation of trains to the 63rd & Calumet yards 


for a short period in 1942 and 1943, 


(GK) 
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The other side of this “Army-Navy game.” Special composed — 
of various wooden “L” cars in the 1942 view (opposite page) — 


carried no white lamps to indicate “extra,” but summer navy 


uniforms in the wind clearly meant “Great Lakes only!” 


STREAMLINER DAYS ARRIVE 


Of course, the big news of 1941 was inaugura- 
tionof Electroliner service. By this time, rail- 
road passengers in the midwest had been hear- 
ing for seven years of new streamlined trains 
being installed by the various roads. As usual, 
North Shore Line publicity was well designed to 
serve its purpose and emphasized the theme 
“America’s first all-electric luxury trains.” 
Newspaper and radio coverage was arranged, 
Special groups such as railroad ticket agents 
were contacted by special promotional cam- 
paigns in the effort to draw Chicago-Milwaukee 
passengers back from the competing lines. 


Every third hourly limited schedule--those 
originating at 8and 11 AM, 2,5, and 8 PM--was 
filled with an Electroliner. Most of these trips 
eliminated stops at Skokie and Zion stations, 
which were regular stops for other limiteds. 
Moreover, stations such as North Chicago Junc- 
tion and Waukegan were eliminated by selected 
Electroliners, especially on weekends, at hours 
when heavy traffic would have overloaded the 
fixed capacity of the train. Such traffic was then 
accommodated by a standard limited running a 
few minutes behind the “Liner.” 


(CEK)® 


LIMITED CAPACITY POSES PROBLEMS 


Another practice, used when needed on days of 
especially heavy traffic, kept Electroliner load- 
ings within seating capacity and moved passen- 
gers on schedule orevenearly. Inthe southbound 
direction, Electroliner equipment would some- 
times be operated ten minutes ahead of schedule 
as a second section of the preceding hourly lim- 
ited train to carry acapacity load of passengers 
who had arrived at the station early. Standard 
equipment would then follow on the time and 
schedule designation normally occupied by the 
Electroliner. 

Northbound traffic would be handled by opera- 
ting the streamliner as the first section of its 
schedule for Kenosha, Racine, and Milwaukee 
passengers only. A second section of as many 
coaches as needed would follow immediately and 
make all scheduled stops. 

In later years, a more common expedient for 
handling holiday traffic was to remove Electro- 
liner equipment, substituting a single train of a 
tavern-lounge car and several coaches. Standard 
equipment was often able to approximate the run- 
ning time of Electroliners, having acomparable 
free running speed and actually a somewhat 
greater number of loading vestibules per train, 
thus cutting time in stations. 


The initial Electroliner schedules called for 
a northbound trip from Roosevelt Road at 5:09 
PM six days a week to follow a limited which had 
left at 4:59. This limited was to back into Zion 
passing track, clearing the time of the “Liner” 
by five minutes, then to follow the streamliner 
on to Milwaukee. It was soon realized that this 
practice caused a needless loss of time for both 
trains; effective with the first schedule change, 
the streamliner preceded the limited over the 
entire run. 


WORLD WAR Il STEPS UP ACTIVITY 


The Navy greatly enlarged its facilities at 
Great Lakes during 1942. During February, 
3,000 construction workers had to be transported 
to the base at periods of peak traffic. Traffic to 
and from Fort Sheridanalso began to contribute 
heavily to North Shore Line’s fortunes. 


Wartime traffic far exceeded the capacity of 
North Shore Line equipment, particularly on 
weekends and holidays when there were large 
numbers of sailors on liberty at Great Lakes. 
Average weekend passenger traffic on the rail- 
way as a whole increased 60% during the year 
1942. 
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Steel and wooden Rapid Transit cars were fre- 
quently borrowed for special movements between 
Chicago and either Fort Sheridan or Great Lakes. 
At each base there were high-level platforms 
available for loading the “L” cars, which had 
no steps. Even as late as the days of the Korean 
conflict, Chicago Transit Authority “L” cars 
were used in Chicago-Great Lakes service. 

One set of movements for whicha bulletin order 
has survived served something less than a de- 
fense purpose. An eight- and a four-car train 
were operated between Great Lakes and Canal 
Street, Chicago, for a week in 1944 to convey a 
detachment of sailors who assisted in sorting 
Christmas mail in Chicago’s main post office. 

Chicago Aurora & Elgin Railroad cars were 
also borrowed during afew weekends in 1942 for 
use in Great Lakes-Milwaukee sailors’ trains.* 
Cars had tobe returned intime for Monday morn- 
ing traffic onthe predominantly suburban CA&E. 


SHORE LINE STOPS ARE REARRANGED 


Whatever problems World War II posed for the 
railway, it did bring about final relief from the 
need of serving numerous closely spaced local 
stops in the Shore Line Route suburbs. The local 
flagstops in Winnetka had previously been oblit- 
erated bythe grade-separation project, but else- 
where along the line trains had continued topro- 
vide practically a streetcar service. 

During the 1930’s there had been a reduction 
in the number of trains. The result had been 
scheduling of nearly all trains, then operating 
on a basic 30-minute headway, as locals making 
any stop on signal. Express and limited trips 
between Chicago and Waukegan were restricted 
to rush-hour periods when there were Highwood 
Local trains operated in addition. 


The necessity of reducing electricity consump- 
tion and mechanical wear and of maintaining 
schedules during the war completely changed 
the pattern of Shore Line Route train stops. The 
half-hourly trains were all carded as express 
trips and served only agency stations and the 
more important unattended flagstops. The minor 
local stops--most of which had been within sight 
of another station anyway--were discarded com- 
pletely. 

Some regularly scheduled rush-hour trips 
were designated as “specials” and assigned to 
make stops varying individually from train to 
train but generally involving even fewer stations 
than the Shore Line limiteds which had once 
been operated, One Highwood Special even ran 
nonstop from Chicago Avenue, Chicago, to Ken- 
ilworth for a while. 


*See “The Great Third Rail” (CERA Bulletin 
105), page I-39. 
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Goon FOR ONE PASSAGE BETWEEN 
WINTHROP HARBOR 


HOW TO TRAVEL 
LIBERTY MANUAL to and from 


Great Lakes Naval Training Center 


and 
71s , 

VISITOR'S THE NORTH SHORE LINE, a high-speed electric railroad 
Transportation operating over tracks of the Elevated System in the City of 
GUIDE Chicago, Is the only direct service between Chicago's Loop 

———s and the Naval Training Center at Great Lakes, Illinois. 
The NORTH SHORE has 2 lines between Chicago and Great 

Naval Training Center Lakes 

Great Lakes 1 - the SHORE LINE ROUTE passing through cities 
Illinois and towns along the west shore of Lake Michigan. 
the SKOKIE VALLEY ROUTE which branches 
west and north from the Shore Line at Howard 


St, north city limits of Chicago. 


All NORTH SHORE LINE STATIONS in Chicago are on the 
Elevated Railroad, The principal downtown station is located 
at 229 South Wabash Avenue (Adams and Wabash). Stations at 
Great Lakes are directly adjacent to Naval Training Center 
gates. 
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NORTH SHORE LINE TRAINS are frequent between the Chicago 
Loop and Great Lakes . . . approximately every 30 minutes 
during “rush” hours and then every hour via the Shore Line 
Route, Fast schedules are on an hourly basis via the Skokie 


Valley Route--so no matter when you may want to travel 


INFORMATION .. . ou! ain to suit your convenience, Ask North Shore 
. «to help you enjoy your Line ticket agents for timetable of trains. 

liberty or furlough while at 

Great Lakes and also to be of 


The North Shore Line also operates trains directly between 
Great Lakes and Kenosha, Racine and Milwaukee, Wisconsin, 


assistance to visiting relatives In the latter city connections are made with other railroad and 
bus lines to and from Wisconsin, Upper Michigan, Minnesota 

° e ow to go a 

or fr.ends. How gol What and other north and northwest points. 


to see! Compiled by the Chicago 
North Shore and Milwaukee 
Railway -- THE NORTH SHO! 
LINE -- the only railroad directly 
to and from Chicago’s Loup 
entertainment and shopping 


The North Shore Line Terminal in Milwaukee is in the heart 
of the downtown business district at 6th and Michigan Streets. 


Stations in Kenosha and Racine are in locations convenient to 
all sections of those cities. 


Four (4) North Shore Line Stations are located in the Great 
Lakes Naval Training Center area. See detailed map on op- 
district. posite page 
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A practice that was retained was having many 
southbound non-rush-hour trains circle the Chi- 
cago Loop. This permitted suburban passengers 
to leave trains at stations along Wabash Avenue 
in the shopping district on the “northbound” side 
of the Loop. Upon arriving at the northwest cor- 
ner of the Loop for the second time, trains re- 
turned southward to Roosevelt Road, making no 
passenger stops on this second trip over the 
“southbound” side of the Loop. Motormen posted 
white “extra” flags while making the second trip 
over the Wells and Van Buren street sides of the 
Loop, since the schedule designation on which 
they were operating had already been fulfilled by 
their first trip around. 


FARES AND PATRONAGE SHIFT SOMEWHAT 


For many years the Tlinois Commerce Com- 
mission had held down the level of commutation 
fares throughout the Chicago area. Feeling the 


the commuter roads jointly applied in 1942 for 
a 10% increase in rates for regular riders but 
were refused. The railroads appealed, but it 
was not until April, 1945, that a decision of the 
United States Supreme Court permitted them to 
collect the increased rates. Neither was an in- 
crease in interstate commutation fares permit- 
ted during the period. 

With the end of World War II military traffic 
declined sharply as demobilization reduced the 
activity at the two bases. Civilian traffic like- 
wise began to vanish from the rails. At first, 
however, there was little reduction in North 
Shore Line schedules. The phenomenon of two 
competing rural intercity electric lines came to 
an end when Kenosha Motor Coach Lines’ former 
Milwaukee Electric route proved less viable than 
North Shore Line and was abandoned between 
Kenosha and Racine on September 14 and be- 
tween Racine and Milwaukee on December 31, 


pinch between fixed rates and increasing costs, ie (Continued on page 113) 
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An audit check on “write-in” tickets (far top) was standard, of 
course, but in later years even printed forms came to have audit 
This eliminated the need of having a separate ticket 
stock for each agent who might work a station with several shifts. 


checks, 


In the case of the 10-ride, weekly, and monthly forms, the punch- 
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Postwar operating time- 
tables were of a neat 

style specifying passenger 
stops by use of symbols 
in the schedule columns. 
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‘Sunday Schedule will be operated on New Year's Day, Memorial Day, Independence Day, Labor Day, Thanksgiving and Christmas. 
No. 95 will run focal between North Chicago Jet. and Harrison. 
No. 405, dally except Sunday, cut rear cars at Downeys West for Shore Line. 
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Sunday Schedule will be operated on New Year's Day, Memorial Day, independence Day, Labor Day, Thankagiving and Christmas. 
No. 334 after diecharging passengers at Lake Biufl will return to Scranton Avenue for passengers trem Ne. 435, then return te Lake Bgff. 
300 class trains also stop at Scranton Avemue platform, 530 feet north of Lake Bhufl, 
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This 1947 timetable 

was the last issue covering Shore 

Line route service into downtown 
Waukegan over the city streets (below). 
Page of Mundelein schedules at left shows 
occasional midday service on the 

Lake Bluff-Mundelein shuttle. (RGB) 
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ute headway on the Shore Line Route was broken, 
with midday, evening, and Sunday intervals being 
lengthened to one hour. Lake Bluff - Mundelein 
local service was cancelled during midday and 
evening periods, withonlytwo Sunday roundtrips 
remaining. The Mundeleinexpress trains which 
also served Skokie Valley stations remained un- 
changed on an off-peak interval of two to three 
hours, however. 
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Let him help make your trip on easy, pleasant one. . s © MO matter where your travel destinotion may be. 
s ‘ 


Final Shore Line Route train schedules suggest that most 
commuting traffic from Chicago was to points south of the 
offices and coach yards at Highwood, (RGB) 
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Shore Line Route school trippers continued to 
operate as long as that route remained, though 
in decreasing numbers. All Shore Line service 
was discontinued just in time to avoid the full 
impact of the automobile era on high-school 
commutation traffic. Nowadays one nearly needs 
interurban service to reachclass from the more 
remote reaches of Highland Park High School’s 
student parking lot! 


... AND THEN ELIMINATED 


The long-anticipated abandonment of Shore 
Line Route passenger service came early on 
Monday, July 25, 1955. 

The directly parallel Chicago & North Western 
Railway made some adjustment in schedules of 
its Milwaukee Division suburban service. Riders 
who would drive south to Wilmette and use Evan- 
ston “L” trains of the Chicago Transit Author- 
ity from that point were accommodated by added 
car trips in rush hours. North Shore Line ad- 
vertised its Skokie Valley express service and 
encouraged commuters to drive west to stations, 
but did not immediately make any changes in 
train schedules, 


SKOKIE VALLEY TRACKS BECOME “HOTTER” 


New Year’s Day, 1956, saw the inauguration 
of anew operating timetable which was to be the 
road’s last, although seven reissues of the pas- 
senger folder were subsequently published. The 
hourly limiteds between Chicago and Milwaukee, 
morning and evening Waukegan-Milwaukee locals, 
and midday Chicago - Mundelein service every 
two or three hours remained unchanged. 
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The “duplex” form— 
punched before being 
unfolded (opposite page)-- 
in later years served 
North Shore by providing 
round-trip tickets even 
though fares might be 
paid ontrains. (FJM) 
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But anew rush-hour schedule greatly increased 
the number of trains in the suburban commuter 
zones south of Waukegan. A train left Chicago 
every three minutes from 5:00 to 5:15 PM on 
weekdays, starting with the 5:00 Electroliner 
for Kenosha, Racine, and Milwaukee only. 
Sandwiched between it and the regular 5:06 Mil- 
waukee Limited was a Waukegan Special making 
stops after Howard Street only at Briergate, 
North Chicago Junction, and Waukegan stations. 

Three later trains shared the Skokie Valley 
stations ona “zone” plan, each one running non - 
stop further before reaching its “zone” of dis- 
charging stops than its follower. A 5:20 Munde- 
lein and 5:25 Waukegan train--and, earlier, a 
4:35 Waukegan and 4:45 Mundelein train—simi- 
larly each handled half of the Skokie Valley sta- 
tions for those leaving work slightly after or be- 
fore the peak of traffic. 

All trains were restricted to six cars by the 
inconvenience of handling longer trains at short 
platforms both on the “L” and at suburban stops. 
The continuing decline in riding was eventually 
to restrict many of them still further. 

Dempster Street, Skokie, handled an enormous 
rush-hour traffic, being located in an area of 
new residential construction and along a highway 
tapping areas to the west. Briergate station, 
located midway between the towns of Highland 
Park and Deerfield, was also an unusually busy 
station served by seven of the ten evening rush 
period trains, 

Farther north there was less commuter traf- 
fic. All trains operated through to either Mun- 
delein or Waukegan only because train and crew 
terminals existed there, not because those out- 
lying points needed such frequent rush-hour ser- 
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vice—especially in view of the Milwaukee trains 
which also served principal stations between 
Lake Bluff and Waukegan. This resulted in much 
empty mileage--but the only alternative, con- 
struction of a terminal somewhere along the 
Skokie Valley Route, would have been unthinka- 
bly expensive. Cars, especially those in the 
Waukegan service, ran up miles rapidly com- 
pared to revenue earned, All this added heavily 
to the expense of operating the railroad. 
A FEW LOCALS SURVIVE 

The Lake Bluff-Mundelein shuttle car contin- 

ued to clank back and forth on a schedule of two 


morning and three afternoon round trips, daily 
except Sunday, unchanged since 1954. Although 
transfer connections to Skokie Valley trains 
were available on some trips, the primary pur- 
pose of these local trains had always beentocon- 
nect with Shore Line Route service at the East 
Line station, Lake Bluff. Nevertheless they out- 
lived Shore Line passenger operations by more 
than seven years. 

Another odd local service was that of Train 19. 
Connecting with a Mundelein Express at Deer- 
path station and picking up all local stops to Zion, 
it provided a Waukegan service for perhaps 
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winter, connections. 40, Mlinois. 


PARLOR CAR OPERATIONS 
Parlor-observation car service had its incep- 
tion on North Shore Line in 1923 with two cars. 
Two more were added in 1924 and a fifth unit 
came in 1928, These cars provided individual 


RTH SHORE. ————— 


The Road of Service 


Parlor Dining Car Service 
DINNER 


50 Cents 
Choice 
Broiled Lamb Chop 
Grilled Small Steak 


French Fried Potatoes 
Bread and Butter 


Home-made Pie 


Parlor 
Coffee, Tea or Milk 
car menus 
ee Beer, Per bottle 25 
er, Per bottle 25c. 
rather 
limited. aa 


(GK) To Patrons: 


When patrons occupy a parlor car chair 
longer than the time of serving a meal, the regular 
charge for such accomodations will be made. 


A parlor car chair may be occupied, without 
the ordering of food, al the regular fixed charge. 


reserved chairs, Light meals could be served. 
An open rear platform permitted a breezy but 
clean ride, since the objectionable coal smoke 
of the steam railroads was absent. 

The parlor cars typically were attachedtothree 
trains in each direction between Chicago and Mil- 
waukee. Schedules for part of 1925 and 1926 indi- 
cate that four trips were then being made. One 
train carried both dining and parlor cars. The 
importance of the service is reflected by sale of 
45,112 parlor seats during the year 1926. 

Fifty cents was the standard parlor car seat 
charge--or, as voiced by the principal character 
in a 24~page advertising brochure “The Story of 
a Journey on the North Shore Line ”-- 

Fifty cents. That seemed a small charge 

for parlor car comfort. It was less than I 

had expected to pay. Reasonable indeed. 


}| A—Bagrace check i 
| *~ sad Howard Street The Chicago Bagxage loom i 590 0 Holden, Court 
‘br Information telephone: 


] 


twenty commuters leaving work just too late to 
take the 4:00 Milwaukee Limited from Chicago. 


UNNECESSARY CARS ARE DROPPED 


However many services were retained between 
unusual terminals, the number of cars required 
in many of the longer trains declined. Many a 
Milwaukee-Chicago Limited needed only two cars; 
for some, in the evening or early morning, a 
single coach sufficed. Often cars would be cut 
at Waukegan in the northbound direction -- or, 
southbound, added to the rear of the train after 


EXPLANATION OF REFERENCE MARKS 


M train schedules are shown in the time in effect in the 
ity of Chicago; i.e., 


Doylight 


te and inclu 


Central Stonderd Time is effective at all other 
times, 


dn New Yeor's Day, Memorial Day, July 4th, Labor Doy, 
phonksgiving ond Christmas all trains operate on Sunday 


hedules. 


dy ELECTROLINERS ore indicated by o stor at the top of 
schedule columns. 


Rall-avlo service avollable. 


hanges ore necessary in | 
ated in schedule columns, 


A section of the final train 
schedules. North Shore 
Line’s last passenger train— 
according to either scheduled 
starting or arriving time or 
by actual performance--was 
Train 436 of Sunday, 
January 21, 1963. 


ing Time beginning April 29, 1962 
jing October 27, 1962. 


doylight saving time 
ding October 27, 1962 
sin Chicago}, certain 
schedules, These are indi- 


Symbols 


land baggage only is cheeked at Wilson Ave. 


Chicago) HArrison 7-847) 


Milwaukee: BRoodwoy 1-3770 
North Shore Suburbs phone; Highland Park—IDlewood 2-0500 


I had no more than time for this brief re- 
flection when my train pulled into the sta- 
tion. The parlor carwas the last onthe train. 

The white-coated porter politely ushered 
me to a chair. “Heah we ah,” he said with a 
erelerevellr phaawlSy Go 6 

I sank downinto mychair. And itwas com- 
fortable! Soft spring cushions--wide arms-- 
ample proportions. I noted with satisfaction 
the clean appearance, the brightness, of the 
entire car. 

From a plentiful supply of magazines and 
newspapers [ picked one that struck my 
Lancyememen 


Be NooM py” 
JAN 31°61 


WAUKEGAN, ILL. 
B BI 


WN . 
N _ ence ——AEYS B 


loading in the west siding at Edison Court. 

Midday trains between Chicago and Mundelein 
were restricted to twocars. Eveninrush hours, 
some Mundelein and Waukegan trips carried as 
few as three or four coaches, 

In the later years, Silverliners (except com- 
bine 251) andcars with hot-water heat wereused 
on the main line, seldom if ever being placed in 
regular Mundelein branch trains. The hot-water 
cars were limited mainly to rush-nour moves 
between Chicago and Waukegan, where acarman 
was available to refuel the heaters and to keep 
the water systems from freezing. 


Form P. 1i 


THIS ORDER NOT GOOD ON TRAIN 
CHICAGO NORTH SHORE AND MILWAUKEE RY. 


REDUCED RATE ORDER 


No. RO 11126 


This order will be authority for Ticket Agents to sell, 
subject to conditions on back hereof, tickets as designated, 
- at one-half fare, in favor of: 


Name: “hemas 4. Carpenter 

CNSS MRR. Account: ecy. he belt tye o* 

= UNOS. Erong: uubeaze TLS 

MAY =6'41 To: kee, Wis. and return 

é Issued: po, 

[CHICAGO | SS nies 
Addvess: Chicez, 111+. Request of 
Ticket issued: Form. No. Amat. 


Val 
4 wee ctorsignea by: H. J. PHILLIPS or M. O'TOOLE 


Seed Vhacrwe 


Zoe een iy ors the 


Parlor service on most interurban railways 
rapidly proved uneconomic. It seemed to have a 
better chance of paying its way on North Shore 
Line, where there was a large volume of com- 
mercial traffic between terminals. Perhaps the 
costly operation of small-capacity parlor cars 
collecting only small seat fees could be justified 
by the passenger traffic which was thus drawn 
from the steam railroads, But the onset of the 
depression swiftly denied such conjectures and 
precipitated the end of the service on April 23, 
OBZ. (Continued on page 119) 


Sketches are from 
“The Story of a Journey 
on the North Shore 
Line.” (RGB) 
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DiNtr-LOUNGE 


DINNER 


65 Cents 


Choice 
Fried Chicken Leg, Country Gravy 
Mushroom Omelet 
Broiled Lamb Chop, Mint Jelly 


American Fried Potatoes 
Stewed Tomatoes 


Bread and Butter 


Home-made Pie 


Coffee Tea Milk 
75 Cents 
Broiled North Shore Tenderloin Steak 
American Fried Potatoes Cole Slaw 


Bread and Butter 
Home-made Pie 
Coffee “Tea Milk 


Minimum Meal Charge 65c. per person 


The DiNER-LOUNGE 


TAVERN CAR 


Another North Shore Line contribution 
to your travel pleasure and enjoyment. 


The charm and comfort embodied in 

these cars by the nationally renowned 
designers, James F. Eppenstein and 
Associates, combine with impeccable 
service and refreshments to make your 
trip on the North Shore Line a pleasant 
interlude long to be remembered 


The Diner-Lounge Tavern Car is an- 
other step in the North Shore Line’s 


modernization program to provide con- 
stantly for our guests the best in travel 


luxury. 


We respectfully solicit your comments 


and suggestions, 


“DINNER SPECIAL 


\4 bottle | 
Califernia Wine 
for’ Two 
IDC 


RED OR WHITE... HALF BOTTLE 


BEVERAGES 


All beverages are opened in the presence of our guests and 
served from the original individual sealed container. 


COCKTAILS 
Bry: Martini: (clic gna 30 
Old Fashioned) 5). ivctevtteas at nen eee 30 
Manhattan, v0.0: 7s. pers td aR Lea 30 
Dalquirhinics ace rre oe Ace See ee ae 


WHISKIES 


Bourbon, Bonded... 2... 40; Highball 45 
Bourbon, Blended... .... . 25; Highball 30 
Rye; Bonded\: 50 et ein 4s epee 40; Highball 45 
Scotch, Imported... ..... ; Highball 45 


Splitgae ss ae cen, butane eee eee 


MINERAL WATER 
White iRock;' Splits "ci aiceu oir ree a 15 
Sparkling Water, Splits ........... 10 


Cloarettes: sick vtec Aenea Fn inal 


Club Special #., S080 seeewen: aaea ee 


The basic diner menu of the 
early 1940’s covered beverages 
which were served on all trips 
(above); inserts featured 

the full meal service. 


(RHG) 


DINING CAR OPERATIONS CONTINUE 


North Shore Line had for years operated din- 
ing cars at mealtimes. Some of these units con- 
tained small chair car sections and were the 
nucleus from which operation of full parlor cars 
evolved in 1923. Dining cars in 1926 served a 
total of 77,336 revenue meals. 

By late 1926, there were seven diner trips in 
each direction. Of these, two operated at break- 
fast time, three in the midday, and two at din- 
ner. Both breakfast trips and one each of the 
lunch and dinner trips were cancelled on Sun- 
day. Where oneof the super-limited “name 
trains” operated at an appropriate time, the 
diner would be attached to it, but several of the 
trips were made on regular hourly limiteds. In 
fact, the dining cars themselves approximated 
an hourly headway at the middle of the day. 

Operation directly between terminals on Chi- 
cago - Milwaukee trains via the Skokie Valley 
Route was typical, although exceptions to this 
general pattern existed. A few dining cars con- 
tinued via the Shore Line Route. For a period of 
a few weeks in 1926, a dining car was scheduled 
from Chicago to Mundelein at noon on Saturday 
only. This unusual operation was designed to at- 
tract trade of executives traveling to their farm 
homes in the Libertyville region after the half- 
day of office work that was then the rule on Sat- 
urdays. In addition, dining cars over the years 
were operated on various chartered or special 
trains and went where required by the special 
parties, 


Apparently such a frequent schedule of diners 
was unjustified by business, forinthe late 1920’s 
the number of runs had been reduced to five on 
weekdays and two on Sundays. During the de- 
pression still further cuts were necessary, so 
that in the late 1930’s and early 1940’s only one 
trip was made for eachmeal, daily except Sunday. 

Anunusual phase of diner operations took place 
on a dozenoccasions from 1938 to 1946 when the 
spare Chicago diner and acoach would be set out, 
either at Wilson Avenue or at North Water Term- 


A dining car menu from the later 1940’s reflects 
the increased prices of that period. 


inal, for dinner meetings of the Central Electric 
Railfans’ Association, One such meeting was fol- 
lowed by an inspection of the LCL freight facil- 
ities and of the loading of truck-trailers on the 
evening “piggyback” train. 

With introduction of the Electroliners in 1941, 
food service was added on the five round trips 
handled bythe new equipment. Electroliner trips 
were not specifically timed to meal hours, and 
full meals were never regularly offered. Menus 
contained principally sandwiches and beverages, 
aclass of service generally referred toas tavern 
lounge rather than dining car operation. 

Former dining cars reconstructed as tavern- 
lounge units also replaced standard dining cars 
on the three mealtime trains, although on these 
trips lleimealicmcontinucds te. bemsernved.. lhe 
modernization of these cars added lounge space 
not equipped with tables, correspondingly re- 
duced the number of tables for food service, and 
brought the cars to sucha standard that they 
could be operated in a “substitute Electroliner” 
when one of the streamliners had tobe withdrawn 
from service temporarily. One chef-waiter could 
handle a car, while more employees could be 
added if business warranted. 

Even with the equipment so improved, diners 
failed topay their way and were withdrawn from 
the three mealtime trains effective June 5, 1949, 
for an estimated annual saving of $47,000. 

Snacks continued to be served on all Electro- 
liner trips. One of the tavern-lounge cars was 
retained to permit food service on “substitute 
Electroliners” and special train movements. 


DiMtr-LOUN GE 


Please write on check each food item desired 
employees strictly forbidden to write meal 
checks or serve food orders given orally 
Patrons are requested to refuse payment unless 
check written in their own handwriting and 
properly priced. is presented at conclusion of 
service Ze 
LUNCHEON 


ONE DOLLAR AND FIFTY CENTS 
Chilled Vegetable or Pineapple Juice 
Choice 
Baked Lake Trout, Creole Sauce 
Mushroom Omelet 
Browned Corned Beef Hash, Fried Egg 
Club Sandwich 


(GK) 


Hashed Browned Potatoes June Peas 


Bread and Butter 


Cocoanut Custard Pudding or Home-made Pie 


Coffee Instant Sanka Iced Tea Milk 


TWO DOLLARS 
Chilled Vegetable or Pineapple Juice 


Broiled North Shore Tenderloin Steak 
Hashed Browned Potatoes Cole Slaw 


Bread and Butter 


Cocoanut Custard Pudding or Home-made Pie 


Coffee Instant Sanka Iced Tea Milk 


Minimum Meal Charge $1.50 Per Pe 


119 


120 


EUCHARISTIC CONGRESS REQUIRES EXTRAS 


Not only regularly scheduled service but also 
specially promoted extratrains on unusual occa- 
sions were operated for the convenience of pas- 
sengers and the furtherance of NorthShore Line’s 
commercial welfare. The first occasion for a 


heavy special passenger movement during the 
period with which this volume is concerned in- 
volved the final service of the 28th International 
Eucharistic Congress. Thousands of Catholics 
could be expected to attend the June 24, 1926, 


ceremony at St. Mary’s Seminary near Mundelein. 

Although Mundelein and Chicago were connect- 
ed by the Minneapolis St. Paul & Sault Ste. Marie 
Railroad and by some improved highways, North 
Shore Line was the most direct route for mass 
movement of passengers, passing the gates at St. 
Mary’s. Moreover, it could reach not only 
downtown Chicago, but also outlying neighbor- 
hoods served by the “L” lines. 

The management of North Shore Line and of 
the Chicago Rapid Transit Company made care- 
ful preparations for the hundreds of thousands 


The temporary station at 
St. Mary’s Seminary, near 
Mundelein, for Eucharistic 
Congress traffic con- 
sisted of stub tracks (at 
left) and an unloading 
platform along the main 
line (below, ADD). 


Other terminal of the special 
Lake Bluff-Mundelein shuttles 
was at these 8-car platforms 
(at right) in Lake Bluff, 
C&NW overpass is in the 
distance. (ADD) 


of riders. Six special sidings and five loading or 
unloading platforms were constructed at St, 
Mary’s, with great stockades to control the in- 
flux of passengers on the return trip. A foot- 
bridge was built over the platform entrances 
as a vantage point for officials while directing 
the movement of trains. The temporary track- 
age at Mundelein was equipped with third-rail 
current pickup, rather than trolley wire, to ex- 
pedite switching of trains in the terminal area. 

At Lake Bluff, opposite end of the Mundelein 
Branch, two temporary 350-foot platforms were 
constructed to accommodate eight-car trains. 
Tenticket booths were installed at twoentrances 
to handle passengers arriving at Lake Bluff via 
the north endof North Shore Line or via the Chi- 
cago & North Western Railway. A tower was 
erected in the stationarea todirect train move- 
ments, 

Three temporary substations were placed in 
operation, one unit being operated on the flat 
car which had brought it. Even 450 temporary 
lights were strung to illuminate the terminals 
for the late hours of the big movement. 

NSL OPERATES HOSPITALS-- 
AND A CATERING SERVICE 

North Shore Line and the Rapid Transit sys- 
tem did not stop merely with preparations to 
meet transportation needs, Anticipating the pos- 
sibility of accidents or injuries, management 
stationed completely equipped hospital cars at 
Mundelein and at Lake Bluff. These had been 
converted for the occasion from funeral cars 
2756 of the Chicago Rapid Transit Company and 
109 of the Chicago Aurora & Elgin Railroad, re- 


spectively.* Army field hospital tents were also 
placed at both points with large staffs of doctors 
and nurses on hand. First-aid stations were lo- 
cated at strategic points along the right-of-way. 


The North Shore Line commissary erected a 
huge concession stand at Mundelein and laid in 
vast stores of supplies--including eight tons of 
hot dogs! Band music and motion pictures were 
arranged in the hope of minimizing the rush for 
trains on the return trip. 


All the extensive preparations made for han- 
dling the crowds expected on one day alone were 
estimated to cost in excess of $150,000. 


ECCLESIASTICAL OFFICIALS COME FIRST 


On the afternoon of June 23, a party of Church 
officials headed by the Papal Legatee, Cardinal 
Bonzano, motored to the Uptown Station, which 
had been decorated for the occasion. Here the 
group boarded the “Cardinal Special,” an elab- 
orately decorated five-car train including par- 
lor-observation car 420. 


Immediately following was another special 
train carrying other important clerical person- 
ages to the scene of the final Eucharistic rites. 
When the two trains arrived at Mundelein, the 
groups were carried the short distance to the 
St. Mary Seminary in North Shore Line’s parlor 
motor coaches. 


*See “The Great Third Rail” (CERA Bulletin 105) , 
pages II-16,II-17, IlI-17, I11-26,I01-27,and III- 62. 


The “Cardinals’ Special” was posed alongside Sheridan Road in the 
Highwood yards after being decorated. (WDR) 
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CROWDS FOLLOW 
ON THE NEXT DAY 


It was planned to start six-car special trains, 
using “L” cars, from the Jackson Park and 
Loomis Street terminals of the South Side “L” 
lines at 4 AM on the 24th. Trains would leave 
the terminals at four-minute intervals and oper- 
ate north through the Loop every two minutes. 
Five-car specials of North Shore Line equipment 
were scheduled to leave Milwaukee Terminal 
every fifteen minutes after 4 AM. Passengers 
from Milwaukee Division points were to trans- 
fer at Lake Bluff, from where 13 eight-car trains 
maintained a shuttle service to Mundelein, 


Passengers originating on the Shore Line Route 
between Evanston and Lake Forest were to use 
regular North Shore Line trains and change at 
Lake Bluff. 


Tickets were sold in the parishes throughout 
Chicagoland. However, advance sales here and 
at the downtown ticket offices proved disappoint- 
ing. Less than 75,000 tickets had been sold by 
June 23, and doubt arose over the need for such 
great advance preparations. 

Late in the afternoon, however, a great rush 
for tickets began. Queues of persons gathered 
at special booths onthe sidewalkin front of Adams 
& Wabash station. As night drew on, the crowds 
of ticket purchasers swelled at stations through- 
out Chicago. Suburban points were likewise be- 
sieged, as at Highland Park where insistent pil- 
grims were still crowding around the ticket win- 
dow at 3 AM. 

Contrary to expectations, these late purchasers 
of railway transportation did not go home for 
rest but waited for the first train. By 3 AM on 
June 24, station waiting rooms allover Chicago- 
land were jammed with ever-increasing throngs 
of Mundelein-bound passengers, 


Above: The rear of the 
“Cardinals’ Special.” 
(GK) 


At left: An “L” train 
loaded at Wilson Avenue 
for Mundelein while 
ticket lines stretched 
far around the corner. 
(GK) 


Mundelein view (at right) is 
froma movie taken by the 
railway but never edited for 
showing. (WW) 


“LL” SPECIALS START EARLY 


The slowness of advance ticket sales had led 
management to believe that 4 AM might prove 
too early to start train service. By 3:30, how- 
ever, the jam was so dense that trains were 
made up and dispatched immediately. 

The first train, “loaded to the guards,” left 
Adams & Wabash just after 4:00. An evenearli- 
er beginning of the trek via Lake Bluff tookplace, 
asthe first shuttle train for Mundelein departed 
shortly before 3 AM. The special service from 
Milwaukee started at 3:40. When the first train 
reached Racine and Kenosha, large crowds were 
already onhand awaiting transportation to Mun- 
delein. 

The press of traffic grew steadily. Arrival of 
Loop workers at the downtown Chicago stations 
added to the congestion. The lines of passengers 
waiting at Adams & Wabash spread out a block 
north, south, and east. So great was the density 
that a sectionof sidewalk sagged several inches 
but fortunately held its weight of humanity. 

The first train from Chicago pulled into the 
temporary Mundeleinterminal at 5:35 AM, close- 
ly followed by more trains pouring their thou- 
sands onto the platforms, through the stockade 
exits, and into the seminary grounds. By 7:30 
AM, more than forty trains had arrived. 

With trains spaced at little more than safe 
stopping distance, there was practically a mov- 
ing platform between the Chicago Loop and Mun- 
delein over the Skokie Valley Route. Back and 
forth between Lake Bluff and Mundelein the eight- 
car trains shuttled. On these routes only “L” 
cars were used, all regular North Shore Line 
passenger service being diverted to Shore Line 
Route tracks for the day. Rapid Transit Company 


shopmen were stationed at intervals along the 
line with tools to repack journal boxes and cure 
other minor ills which might have cropped upon 
the “L” cars unaccustomed to sustained high- 


speed running. 

By noon a few early arrivals had begun to re- 
turn to the city. At that time 115 trains had ar- 
rived from Chicago and 62 from Lake Bluff. 


THEN COMES THE RETURN WAVE 


With the close of Mass about 1:30 PM, the 
homeward trek began in earnest. Thousands 
moved on the terminal. The movement toward 
Mundelein began to slacken although crowds 
still poured in, Trains continued to arrive and 
depart systematically due to the excellent control 
system. But the tides moving in opposite direc- 
tions increased the traffic problem. To facilitate 
loading of trains, an emergency unloading plat- 
form was placed in service just east of the ter- 
minal so that trains arrived empty onthe sidings, 

The situation was well in hand at 3:30 PM as 
the Eucharistic procession was just getting un- 
derway. Thencamea suddendrenching downpour 
with lightning, wind, and hail. A general rush 
for the terminal began. The rush stormed the 
stockade and jammed the gates until asolid mass 
of humanity surrounded and reached far beyond 
the terminal. 

Throughout this pandemonium those directing 
the movement of trains continued to carry on, 
The trains were promptly loaded and sent out 
except during an 11-minute power failure caused 
by a lightning strike on a high-tension line. 

The endless stream of trains continued. More- 
over, the crowd was swelled by many who had 
arrived at Mundelein by some other method and 
decided to return by North Shore Line. 
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Forty years ago, a portable public address system 
(above) meant something quite different from the 
electric “bullhorn” which would be used in a 
similar situation today. (BN) 


At 11:05 PM the last returning pilgrim was 
placed aboard a departing train. The bulk of the 
throngs who had arrived overa period of twelve 
hours were accommodated on the return in only 
ten hours, 

The railway was deservedly praised in the 
daily press andin church and trade journals. 
Altogether, its lines had carried hundreds of 
thousands of passengers in 445 special trains 
with perfect safety and surprisingly little delay. 


SERVICE OPERATED TO MUNDELEIN 
FOR EUCHARISTIC CONGRESS TRAFFIC 
ON JUNE 24, 1926 


Originating at Trains Cars 
Jackson Park 181 1063 
Loomis Street WA Taig, 
Chicago Loop 13 78 
Howard Street 5 30 
Lake Bluff 90 720 
Milwaukee (to Lake Bluff only) 35 WPT 

Total 445 2785 


Old funeral car 2756 showed up at 
Mundelein with letterboard freshly 
repainted “Chicago Rapid Transit 
Company Hospital Unit No. 1.” (BN) 


CHARTER MOVES SERVE MANY GROUPS 


The railway might never again be ableto oper- 
ate somany trains in such a spectacular special 
movement, Part of the philosophy behind the In- 
sull companies’ success, however, was to serve 
the small customers as well as the large ones. 
Over the years the railway transported numer- 
ous student groups in special movements to visit 
museums, industrial plants, and the other at- 
tractions of Chicago. A popular activity was 
touring the Union Stock Yards, reached in North 


” 


Shore Line cars viaa branch of the South Side “L, 

In other cases the railway itself was the at- 
traction. The Coyne Electrical School of Chicago 
often took students on special trips to inspect 
progressive electrical installations of North 
Shore Line. 

A conclave of the Wisconsin Commandery of 
the Knights Templars held at Racine in October, 
1926, required a special to bring the Chicago 
delegation. It is reported that this movement 
providedthe occasion for the first eight-car train 
of North Shore Line passenger equipment. 


General Dawes (seated, at left) 
campaigned from an observa- 
tion platform according to the 
fashion of the time. (GK) 


Another party which used 
North Shore Line train and 
motor coach service--and 
had assistance from the 
state highway patrol-- 
included General Pershing 
(second from left, below). 
(REJ) 
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CONCERTS AND BALL GAMES 
SWELL PASSENGER TOTALS 


Open to the public, in contrast to passenger 
movements viachartered train, was special ser- 
vice customarily operated in season for perform- 
ances of the Chicago Symphony Orchestra. Shore 
Line Route trains carried heavy loads to and 


A military exposition in 1934 
provided reason for North Shore 
Line box motor 238 to visit 


Aurora & Elgin Railroad. (WDR) 


from Ravinia Park station. Soon after the or- 
chestra conductor laid down his baton after di- 
recting the last number, aNorthShore Line con- 
ductor was directing passengers to anextra on 
the siding with the call “Chicago Special, first 
stop Central Street, Evanston!” The last night 
of this special service was the last night of the 
Shore Line Route. 


Central Electric Railfans’ trip 21 originated at Buena yard (below), the 
Rapid Transit-Milwaukee Road freight interchange in the shadow of the “L” 
structure south of Wilson Avenue. Westbound Irving Park Road streetcar 
of the Chicago Surface Lines passes in the background. (GK) 


Glen Ellyn (at left) on the Chicago 
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Portions of inspection trips in 1940, 1941, and 1942 used 
old coach 300, then on loan to the Central Electric 
Railfans’ Association as its official car. Above, it pre- 
pared for a departure from Highwood yard. (GK) 


Last fantrip using 
wooden coaches 

boasted the 130 and 139, 
just returned from a 
loan to CA&E and still 
in that road’s blue and 
red colors. 


Another service for devotees of an entertain- 
ment was regularly provided with special stops 
of scheduled trains at Addison Street station in 
Chicago for home games of the Chicago Cubs. 
Such stops were bulletined every seasonthrough 
1962, although the installation of the Braves in 
Milwaukee in later years reducedintercity riding 
by Wisconsin baseball fans, 


25 YEARS OF RAILFAN SPECIALS 


The day of the railway enthusiast came to 
North Shore Line with an inspection trip by the 
Central Electric Railfans’ Association group on 
June 19, 1938. From this time to the penulti- 
mate weekend of service, CERA operated a 
total of 26 trips requiring special train or car 
service on North Shore Line. On various occa- 
sions, these inaugurated new or improved types 
of car equipment -—“solid-vestibuled” diners, 
“Shore Line” and “Skokie Valley modernized” 
coaches, and, of course, the Electroliners. A 
few trips were routed beyond North Shore Line 
over routes of The Milwaukee Electric Railway 
& Transport Company — using Kenosha trolley 
coaches to effect the transfer in one case. 

Other groups of railroad fans, notably the 
Dlini Railroad Club and the on-line [Illinois Rail- 
way Museum, operated perhaps as many more 
special trips. One movement of 1949 required 
use of a Milwaukee Electric car, interchanged 
onto North Shore Line tracks through the city 
line entry on 5th Street. This trip proceeded 
as far south as South Upton, where the three 
sections of main line were used to turn the sin- 
gle-end car. 
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Borrowed from The Milwaukee 
Electric Railway & Transport 
Company for a day’s jaunt on 
North Shore Line was car 1121 
(at right, with North Shore sign 
curtain). (GK) 


Below: The L[llinois Electric 
Railway Museum ’s trip paused 
northbound at Northbrook 
station on April 23, 1961. 

(NJ) 


Unique was inclusion in a special train of a 
merchandise dispatch car sponsored by the Ili- 
nois museum in 1961. During the same year, 
both CERA and [llini pioneered in locomotive- 
hauled special trains, the latter including the 
privately owned “Chief Illini.” 


MOVIES AND MOTORIZED MOUNTS 


Growing out of a publicity stunt of 1940 was a 
special train movement withits share of un- 
usual aspects. The world premiere of Para- 
mount Studios’ “Northwest Mounted Police” was 
being held in Chicago. Celebrities of the movie 


visited Chicago in full force in connection with 
the promotion, which was carried on throughout 
the metropolitan area. 

Some of the Hollywood stars were driven to 
Wilson Avenue station on the morning of October 
25th. There a special consisting of baggage car 
255, diner 409, and a modernized coach waited 
to take them to Waukegan, Kenosha, Racine, and 
Milwaukee for appearances. 

At the last minute the studio wanted an escort 
of six Chicago mounted policemen, complete with 
600-pound motorcycles. Stairs of “L” stations 
being proportioned only for unmounted police, it 
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Only railfan inspection trip to 
require the simultaneous use of 
two trains on North Shore Line -- 
or, for that matter, on any 
interurban line from Chicago-- 
was CERA trip 96 of June 17, 
1962, The extras met near 
Mundelein (at right). (RGB) 


was necessary touse the elevator which had been 
installed for handling dining car supplies and coal 
for the “L” shops. Unfortunately, the elevator 
contacted only the center platform, separated 
by the northbound main track from the loading 
special, 

How could six motorcycles be wafted across the 
gap? Imagine yourself on an Evanston “L” train, 
peacefully reading your Tribune on the way up- 
town. You pull up to Wilson Avenue, stop, the 
doors open on both sides of the car, a few pas- 
sengers get out--then a roar of motors splits 
the air, and right through the vestibule ride three 
mounted policemen from one platform to the 
other! According to the story, the process was 
repeated with the other three bikes when the 
next “L” train came along. 
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One postwar special move 
brought a circus train over 
North Shore Line tracks. 
Southbound on Commonwealth 
Avenue, North Chicago (at 
right), it paused in Pettibone 
yard. (GK) 


(Ticket: JLW) 


“SWABBIE SPECIALS” BECOME ROUTINE 


The outbreak of World War II brought the pat- 
tern of military and naval specials back to the 
road in earnest. The busy days of the war, when 
every car that could turn a wheel was pressed 
into service, have already been recounted. 
Movements of sailors continued even after the 
war and, in the last few years of the railway’s 
operation, provided rare examples of seven- and 
eight-car trains. 

Weekend liberty at Great Lakes usually began 
at noon on Saturday. Traffic varied according to 
the length of time since the last payday, but often 
long lines of cadets would converge on Downey’s 
station. Two or three special trains would load 
in quick succession for arrival in Chicago by 
about 2 PM, an extraof several cars would head 
for Milwaukee, and extra cars would be brought 
in on the rear of regular trains as well. 

Return movements called for special trains 
departing from terminals late Sunday evening. 
According to legend, on one occasion straight 
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capacity but was rather lacking in popularity. 


BAGGAGE SERVICE IN PASSENGER TRAINS 


North Shore Line, as most intercity railroads, 
handled baggage and parcels too large tobe car- 
ried as hand baggage in passenger coaches. The 
first combination coach-baggage cars came in 
1900, with later models being added during the 
next seventeen years. Unlike most interurban 
lines, North Shore used these combines only on 
selected trains at intervals throughout the day 
rather thanassigning all trains as baggage-car- 
rying trains. 

In some cases where only a small volume of 
shipments was handled, as on Mundelein runs 
at certain hours, parcels were handled by the 
motorman in the front vestibule of a standard 
coach rather thanin acombination baggage car. 

The more common use of the coach - baggage 
units required them to be docked at North Shore 
Line’s baggage room on Holden Court in Chicago. 
Here a spur track, which until 1949 doubled as 
the Congress Street Terminal for a few evening 
rush hour trains of the South Side “L” lines, 
provided loading or storage space for several 
cars. Customarily, shipments were accepted 


until fifteen minutes before the scheduled de- 
parture of northbound baggage-carrying trains. 
The interim allowed time for the combine to be 
run half a mile south to Roosevelt Road, where 
it was coupled in its normal position on the ex- 
treme north end of the train. In Milwaukee, 
terminal track 3 was nearest the baggage room 
in the rear of the passenger station and served 
as a handy spot for loading and unloading bag- 
gage compartments. Aside trackat Great Lakes 
was fitted out with high-level platform and bag- 
gage sheds toaid in handling peak movements to 
and from that station. Other principal inter- 
mediate stations frequently handled considera- 
ble amounts of terminating traffic, but appar- 
ently never enough to justify cutting combines 
out of trains at points between terminals. 

In later years, shipments in passenger trains 
traveled under the name “emergency package 
service.” Especially after 1947, when nightly 
less-than-carload freight trains were discon- 
tinued, the daytime passenger-baggage trips took 
over shipments of machine parts, printed matter, 
and other heavy or bulky movements as well as 
the smaller package movements. 


Amid the hustle of the Mont- 
rose freight house, a keg of 
beer goes into one of North 
Shore Line’s refrigerated ex- 
press cars. Passenger move- 
ments used “I,” structure in 
the background. (ADD) 


Speed and quantity of traffic 
are emphasized by a frame 
from “The Pace of Progress” 
(at right)—that’s a ten-car 
merchandise dispatch train 
in multiple unit! (WW) 


The Milwaukee Electric 
Railway & Light Company’s 
M 26 observed CNS&M 
clearance standards and used 
Westinghouse HL control that 
enabled MU operation with 
North Shore box motors. 
Steps and former windows 
evidence an earlier stage 
when car was used in “ac- 
commodation” passenger 
service as a way to overcome 
franchise restrictions 
against freight trains. (GK) 


MERCHANDISE DISPATCH SERVICES 

By 1926, North Shore Line had been carrying 
less -than-carload (LCL) freight for nearly a 
decade. Handled as “merchandise dispatch,” 
this class of commerce was moved in multiple - 
unit express cars between freight houses at 
Montrose Avenue, Chicago (just south of the 
Wilson Avenue passenger station) and in princi- 
pal outlying cities. Transfer from downtown 
Chicago or from industrial areas to Montrose 
Avenue was accomplished by the primitive high- 
way tractors and trailers of the time. 

A specialized form of rail service became 
available in 1926 with delivery of five refriger- 


ator express cars, These vehicles made suc- 
cessful shipment of beer and perishable foods 
less dependent upon extreme speed in handling. 
Transshipment of lading to and from highway 
vehicles at railheads remained necessary. 

The rehandling stages were numerous and 
time-consuming. An official North Shore Line 
movie of 1922, “The Pace of Progress,” traced 
a heavy machinery shipment over its complex 
journey via wholesaler’s motor truck, handcart, 
North Shore Line truck transfer from the down- 
town dock to Montrose Avenue, hand cart, rail 
express car, hand cart, and consignee’s motor 
truck, 
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PIONEER “PIGGYBACK” 
TAKES THE SPOTLIGHT 


One of the advantages of the new Skokie Valley 
Route in 1926 was its ability tocarry shipments 
in vehicles other than the enclosed LCLexpress 
car. North Shore Line sooncapitalized on its new 
freedom with a fleet of railway-owned rubber- 
tired truck trailers capable of being towed over 
the highway or carried on specially designed rail 
flat cars. 

This form of trailer-on-flat-car service was 
then regarded notas awholly new form of trans- 
portation but merely as an improvement to the 
existing merchandise dispatch operations. Its 
particular name was “ferry truck” service, the 
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Full speed behind! A ferry 
truck goes onto the flatcars at 
the Montrose Avenue ramp 

in Chicago. (GK) 


trailers sometimes being referred to as container 
cars. In fact, North Shore Line’s ferry trucks 
stand as the railroad “piggyback” operation 
which survived longer than any other of its kind 
has yet. 

Ferry truck service was inaugurated ona small 
scale in May, 1926. Each of the four rail flat 
cars then usedcould accommodate two trailers. 
This preliminary operation demonstrated that 
the elimination of merchandise rehandling could 
make LCL the source of a solid profit. Conse- 
quently, North Shore Line obtained additional 
equipment and greatly enlarged facilities in Au- 
gust, 1927. Ten additional flat cars were pur- 
chased, these being of 60-foot length to accom- 
modate three containers each, In1927, the ferry 


The “ferry truck” in its 

earliest stage (at left). Until 
1932, relatively awkward sup- 
ports on flat cars meant that 

4% only such railway-owned trailers 
could be carried. (CEK) 


Usual on-line motive power 
for piggyback trains were ex- 
press cars of the versatile 
215-239 series. A typical con- 
sist paused at Church Street, 
Niles Center. (GK) 


truck and ordinary merchandise dispatch traffic 
together accounted for sevendaily trains ineach 
direction between Chicago and Milwaukee. 

Loading onto flat cars was accomplished by 
backing one trailer at a time over an end ramp 
and onto the string of flat cars, a procedure 
still familiar in today’s “piggyback” operations. 
North Shore Line reported an average loading 
time of 9 minutes at Montrose Avenue, Chicago, 
or 2 minutes at Harrison Street, Milwaukee, 
where several ramps were available. A ramp 
was also installed (in 1930) opposite the freight 
house in Racine; none were furnished at the other 
on-line cities. While on flat cars, the trailers 
were securely fastened by side supports which 
folded inward and engaged the trailer sides. 

Initially, ferry truck rates were the same as 
for LCLhandled inordinary expresscars. From 
this simple beginning grewasystemof competi- 
tive rates allowing for movements of varying 
sizes and taking into account the needs of indi- 
vidual shipments for store-door pick-up, deli- 
very, or both. 


STANDARD HIGHWAY VEHICLES ARE MOVED 


The need of using the railway-owned trailers 
was eliminated by application of a new locking 
device in April, 1932. Patented by the Chicago 
South Shore & South Bend Railroad, which was 
then attempting its own ferry truck operation, 
the new invention secured highway vehicles by 
latches fastening the wheels to perforated steel 
channels running the length of the reequipped 
flat cars. Thereafter, loaded trucks or semi- 
trailers owned by the railway, private trucking 
companies, or shippers could be handled, 


By 1934, up to 700 highway units per month 
were being moved. At this time, the Wisconsin 
authorities ruled that once the motor vehicles 
were unloaded in that state, they became instru- 
ments of intrastate commerce under its control 
and could operate only with special permits. In 
theory, truck companies and shippers could have 
complied with this order, but the added expense 
of permits and the opposition of Milwaukee dray- 
age interests caused a sharp decline in traffic. 
Late in 1936 a reversal of the ruling was ob- 
tained, arrangements were made with the Kee- 
shin Motor Express Company for handling the 
truck portionof the service, and business grew. 
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reached a peak, An entire series of North Shore 
Line gondola cars was cut down to flats to re- 
lieve an equipment shortage. By 1945, 41 cars 
were equipped with locking devices and were 
available for piggyback traffic. Long lines of 
motor trucks would gather late each afternoon 
awaiting a turn at the Montrose Avenue loading 
ramp. By evening a train would be made up by 
one of the locomotives 450 or 451, which were 
especially well adapted to this light switching 
duty, and would be sent out behind a tandem of 
express cars as soonasa lull in passenger train 
movements permitted. 

Immediately after the war, it became clear 
that profits could not return, Effective April 30, 
1947, all compartments, carloads, and truck 
trailer movements in merchandise dispatch 
service were discontinued. 

Less-than-carload traffic, still handled in ex- 
press cars under different tariffs, had dropped 
so much that it was necessary to operate only 
on Tuesday and Friday nights. This service 
finally ceased on December 20, 1947. 


The sudden increase in freight 
traffic during World War II meant 
that additional motive power had 
to be found. Merchandise dispatch 
cars in multiple unit were one 
solution to the crisis, as seen at 
Durand Road, Racine (LG). MD 
cars were even used as cabooses. 


CARLOAD FREIGHT 
Prior to opening of the Skokie Valley Route, 
North Shore Line had handled a small amount of 


carload freight in interchange with connecting 
steam railroads, Franchise restrictions in the 
Shore Line suburbs made it impracticable to 
develop this type of business fully. The picture 
changed in 1926. Adjacent to the Skokie Valley 
right-of-way was land suitable for industrial as 
well as residential development—and on-line 
industries meant traffic. A vigorous campaign 
was instituted to encourage firms tolocate along 
the valley. 

During the later part of 1926, six miles of 
sidings and switches were installed at new in- 
dustrial plants along the Skokie Valley Route. 
In succeeding years, business continued to look 
with favor at North Shore sites. As late as 1931 
fifteen industries were reported to have located 
along the line. 

One firm, Petrolagar Laboratories at McCor- 
mick Boulevard in Niles Center, was said to be 
capable of generating an annual traffic of 500 
cars. This industry was one of a number estab- 
lished in the Weber industrial area, placed 
within the Chicago Switching District in 1932 
with the consequent benefit of Chicago rates on 
traffic. 

Essential to full carload freight service was 
participation in joint through rates with other 
railroads. In 1927 North Shore Line was admit- 
ted to membership in the railroad freight com- 
mittee so that carload rates to, from, and via 
North Shore Line applied on the same basis as 
on parallel and connecting steam roads. Addi- 
tional through rates were effected in 1929. 

One result of this new status was that North 
Shore Line was enabled to handle aconsiderable 
amount of “overhead” or “bridge” traffic. Such 
connection-to-connection business can be quite 


profitable to asmall railroad since intermediate 
lines are spared terminal and billing costs. 
North Shore Line representatives worked out of 
offices from coast to coast to call on shippers 
and induce them to route their freight via the 
ellectric line. 

The family relationship with Insull utilities 
proved helpful in development of carload traffic. 
It was only reasonable for all units of the Insull 
system to use North Shore Line and the other 
Insull electric roads whenever possible in rout- 
ing materials needed by the growing electric 
companies. And the utilities themselves located 
some plants along the route. 

Like other phases of economic activity, car- 
load traffic was low during the 1930’s. But with 
the effect of the defense program around 1940, 
traffic again mounted. In addition to increased 
industrial activity, North Shore Line began to 
handle carload traffic in volume for Great Lakes 
Naval Training Station. It was necessary to make 
enlargements in freight facilities, as at the 
Mundelein interchange. The high level of freight 
traffic helped to produce the good showing made 
by the railway throughout the World WarlII years. 

Abandonments and dieselization programs 
which hit the remaining interurban electric rail- 
ways in the late 1940’s resulted in a supply of 
homeless but still usable electric motive power 
around the country. One second-hand locomotive 
had been purchased in 1941 from the Arkansas 
Valley Interurban Railway. After studying the 
market, North Shore Line obtained two larger 
locomotives from the Oregon Electric Railway. 
Built when the western road had seenthat its only 
future lay in freight service, the power of these 
articulated engines made it possible for a heavy 
freight to cover longer portions of North Shore 
Line between hourly Limiteds without delay to 
either freight or passengers. 


Freight operations were centered at Pettibone 
Yard in North Chicago. During the last dozen 
years of North Shore Line, most carload freight 
was interchanged with the Elgin Joliet & East- 
ern, or “Chicago Outer Belt,” at Rondout. Runs 
between there and Pettibone were made either by 
steeple cabs--North Shore’s “pups ”--in multiple 
unit or by one of the Oregon engines. The Soo 
Line interchange at Mundelein and industries 
along the Mundelein Branch required at least one 
run daily. Three times a week, a “pup” randown 
the Shore Line Route to serve the coal yards in 
Highland Park. 

Each morning after the first Electroliner had 
gone north, one of the articulated locomotives 
would start north with cars destined beyond the 
railway via the Milwaukee Road connection at 
Racine. A cinder block plant served via team 
track at Six Mile Road was the only industry to 
require regular service north of Racine, and 
when necessary the “jack” went that far, made 
a flying switch to run around its cars and ca- 
boose, and returned. If the trip to Six Mile was 
not made, the interchange would be switched 
quickly and the train would return to Pettibone 
just before noon. 

Way freight service to industries between 
Pettibone and Zion was provided by a run which 
started northafter the fleet of commuter trains. 
Track arrangements at sidings were such that 
the train ran caboose first, with the locomotive 
pushing. 

Many of the industriesin the valley of the Sko- 
kie had extensive trackage whichwas not equipped 


Another source of locomotives was 
the Chicago Rapid Transit Company. 
The “L,” then as now, operated 
contract freight service to a few coal 
yards and other industries and hence 
has two locomotives. (GK) 


with trolley wire. Consequently, local freight 
service here was performed by one of the trol- 
ley-battery locomotives. About 8 AM it started 
south from Pettibone with cars destined to in- 
dustries in the valley. During the morning it 
worked slowly along, loweringits poles andusing 
the batteries when necessary. The early after- 
noon hours were usually spent switching in the 
Weber industrial area on battery power. After 
completing this work, the train went over to 
Oakton Street, Skokie, to pick up cars from the 
Chicago & North Western interchange there. The 
northbound trip was often planned to follow the 
3 PM Limited from Chicago and run to Pettibone 
without further stops. But there were days when 
business was heavy and the train had to tie up in 
industrial trackage at Northfield to let the after- 
noon commuter runs pass, 


Vestiges of the _ Insull era were the regular 
coal drags, often of 3000 tons each. Received 
from the C&NW at Oakton Street, these were 
hauled by one of the Oregonlocomotives to Great 
Lakes interchange. Here the C&NW again took 
over tocomplete the trip to Public Service Com- 
pany of Northern Dlinois’ Waukegan generating 
station. 


The vigorous solicitation of “overhead” traffic 
had produced favorable results over the years. 
The I.C.C. examiner’s preliminary report in 
1959 showed that freight service was the only 
profitable part of the railroad’s business. But 
the volume was far too small tocarry the losses 
of passenger operations. 


315) 


Mn) ASE LE ES OLE 


Tis 


136 


Power System 


° (Cerca St. (W.E.P.) 
M Milwaukee 


x College Av. 


 Carrollville 


\ 


> Nechuta 


N 
& Four Mile 


x< Quarry = 


Wisconsin 


Dlinois ”X | Winthrop Harbor S 
AX Beach 


x} Pine St. 


& North Chicago 


7% North Chicago 
x< North Chicago 


Libertyville 
Liberty Lake 


23Y Lake Bluff 


ve > Green Bay Rd. 
Laurel Av. mK x Fort Sheridan 
Old Mill X Vw 


ys Highwood 


Highland Park 


. nis 
~< Ravinia 


Briergate x 


Northbrook 


. 
% 
Lake Av. VX We Winnetka 


Central St. 
(C.T.A.) 
Calvary 
(C.T.A.) 


Skokie 


Legenda 

x C.N.S.&M. Substations 

Former C,N.S.& M. Substations 
¢ Other Substations 

Sn 

Less Former Power Houses 


North Shore Line’s electrical power by the 
mid-1920’s was obtained entirely by purchase 
from other railroads and from power compa- 
nies, as the railway’s own Highwood generating 
plant was no longer regularly used. 

On Chicago Rapid Transit Company tracks, 
trains used CRT power from generating stations 
of the Commonwealth Edison Company. The cost 
was included in the CRT track charge. At Mil- 
waukee, the portion of the line north of the 6th 
Street viaduct was fed from The Milwaukee Elec- 
tric Railway & Light Company’s traction substa- 
tions, but here the tracks were owned by North 
Shore Line. TMER&L furnished power until 
March 20, 1950, in exchange for use of three 
blocks of North Shore track on Wells Street. 

Elsewhere in Wisconsin, 25-cycle AC power 
was purchased from TMER&L at 13,200 volts, 
stepped upto 33,000 volts for transmission, and 
then converted to DC in railway subs. Dlinois 
power outside Chicago was similarly provided by 
the Public Service Company of Northern Illinois. 

A new 30-year contract effective at the begin- 
ning of 1929 leased all Illinois substations and 
transmission lines to the Public Service Com- 
pany. Public Service then operated these subs 
and furnished power to the trolley wire at 600 
volts DC. Also provided was AC at 33,000 volts, 
transmitted across the state line to feed Wiscon- 
sin substations, which remained under railroad 
control. This plan meant that the entire line ex- 
cept the short portion north of the Milwaukee 
viaduct operated on Insull power, for both the 
Public Service Company and Commonwealth Edi- 
sonhad beendeveloped under Insull management. 

During World War II the railway began pur- 
chasing some power from the Wisconsin Electric 
Power Company, successor to TMER&L. In 1954 
Public Service ceased supplying 25-cycle AC, 
and thereafter only WEP could supply three of 
the northend substations which still required 25- 
cycle input. The necessity of furnishing this ob- 
solete frequency was no small inconvenience to 
the power company in later years, but was ter- 
minated only by abandonment of the railway. 

With expiration of the 1929 contract, Public 
Service chose not to renew. On Januaryl, 1959, 
North Shore Line thus resumed operation of its 
own substations in Dlinois. 


NEW ROUTE REQUIRES NEW SUBSTATIONS 


By 1926, North Shore Line had established a 
policy of spacing substations at intervals of 31/2 
to 41/2 miles and had gained a decade of experi- 
ence with automatically controlled rotary con- 
verter apparatus of large capacity. Even so, 
provision of substation facilities for the new Sko- 
kie Valley Route was no small matter. 


In addition to the Niles Center sub which had 
been needed for operation of Chicago Rapid Tran- 
sit trains over the first portion of the line to 
Dempster Street, the plan as worked out called 
for five new substations. Four of these were 
provided with 1500-kilowatt rotaries while the 
fifth, at Laurel Avenue in West Lake Forest, 
received a million-watt mercury arc rectifier, 
the railway’s first. The Mundelein branch, which 
was simultaneously being upgraded from a light 
country trolley line, received a modern substa- 
tion at Liberty Lake to replace anold, small in- 
stallation in the Libertyville station. All of the 
new machines were provided with automatic con- 
trol apparatus adjusting the station’s DC output 
to the immediate needs of the section being fed 
and, of course, all were arranged to operate on 
AC power at the modern 60-cycle frequency. 

The normal method of starting automatic sub- 
stations to supply atrain inthe vicinity is through 
a detector sensing lowered trolley voltage due to 
the train’s presence. This system was found to 
be too slow and was supplanted on North Shore 
Line by an arrangement known as interstation 
control. By the new method, the drain on any 
substation would immediately cause the next one 
to start in operation and feed power to the trol- 
ley well in advance of the approaching train, 


OTHER IMPROVEMENTS TO SUBS FOLLOW 


Several locations on the older lines still re- 
quired improvement of power facilities, and 
these received relief as soon after completion of 
the Skokie Valley system as finances would per- 
mit. At one location, Racine Quarry, a tempor- 
ary wooden substation building and a manually 
controlled rotary were installed. This facility 
served until 1956, when it was discontinued al- 
together. Aparticularly troublesome 6-mile gap 


Laurel Avenue substation on the 
Skokie Valley Route after about 
a year of operation. (ADD) 


resulted, since the schedule called fortwotrains 
to accelerate simultaneously at Racine. 

After the Public Service Company of Northern 
Illinois leased the railway’s substation facilities 
in Illinois, the electric company made some im- 
provements. Installation of a large rectifier at 
Green Bay Road in 1931, for example, permit- 
ted closing of the smaller and less efficient rail- 
way-owned Lake Bluff substation. 

The railway had retained full responsibility for 
Wisconsin subs, however, and in March 1947 was 
finally able to close a long gap between Four Mile 
and Carrollville substations witha modern mer- 
cury rectifier installation at Nechuta. Others— 
whichnever materialized--were planned for Boli- 
var Avenue and for replacements of old rotaries. 

In 1960 the interstation control systemwas dis- 
continued at Skokie to Liberty Lake, inclusive, in 
favor of a time clock system. Better adapted to 
peak-hour needs, the new systemcalled for oper- 
ation of alternate subs all day and evening, with 
those between working only in rush hours and when 
the voltage dropped below 550. Heavy weekend 
traffic found the flaws in time clocking, so thatin 
1962 interstation control returned weekends only. 


SUPERVISORY CONTROL CHANGES 


North Shore Line hadin 1925 developed a device 
for reporting actions of automatic subs by dot- 
dash codes to a supervisory control board ata 
manned station. At first, Carrollville and College 
subs were monitored by aload dispatcher at near- 
by Milwaukee. With opening of the Skokie Valley 
Route, supervisory control was moved to North 
Chicago to include the south end substations. 

Inlater years, North Chicago sub was left unat- 
tended and the reporting panel was moved suc- 
cessively to Racine, Quarry, and finally back to 
Milwaukee in 1956, as all other subs had by then 
been automated. Supervisory control at Skokie 
Valley subs was given up, being replaced by a 
carrier code which reported only whether a sta- 
tion was in working condition rather than whether 
it was actually feeding power into the line. 
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Original sign rolls (at left) 


provided for use in either 
Waukegan or Milwaukee. 


By 1932 (below) the Milwau- 


kee group had received a 
briefer set of sign 
readings. (BN) 


OKLAHOMA 
SP aE Car cAug 
so. 5th & HARRISON 
No. 6th & CLYBOURN 
NO. 2nd & WISCONSIN 


City Cars 351-360 


(St. Louis, 1928) 


Drawing: LF, TAC 
Scale in feet 


3.5 mm = 1 foot 
5 10 15 


North Shore Line city services by the mid- 
1920’s were operated chiefly with Birney cars. 
While these were adequate during light periods, 
they needed to be backstopped by larger cars. 
Thus came the ten double-truckers of the 350 
series. Delivered in 1927 and 1928, the cars 
conformed to the all-steel, arch-roof design 
which characterized the functional styling of the 
period. 


Car 355, 
passing County 
and Washing- 
ton Streets on 
a Great Lakes 
run in 1944, 
was on loan to 
the Waukegan 
operation al- 
though still 
lettered for the 
Milwaukee 
company. (CEK) 


1929 photo of 
#359 indicates 
lifelong orange- 
and-maroon 
colors and the 
“Chicago North 


Shore” lettering 
used in Waukegan. 
(GK) 


Cars 359 and 360 operated in Waukegan, while 
the 351-358 were initially assigned to the city 
line of the subsidiary Chicago & Milwaukee 


_Electric Railway Company in Milwaukee. In 1942 


the entire series went to Waukegan to help han- 
dle the wartime loads between that city and Great 
Lakes Naval Training Station. Upon abandonment 


of Waukegan rail service in 1947 all cars re- 


CAUTION 
KEEP Cis? 
ON CuRiEs 


turned to the Milwaukee operation, entirely re- 
placing Birney cars. 

Subsequent to the 1951 discontinuance of the 
Milwaukee city line, car 354 was purchased by 
the Chicago Hardware Foundry Company at North 
Chicago, where it has recently been rehabilitated 
by the Illinois Railway Museum. IRM equipment 
is stored in the foundry yards pending procure- 
ment of a suitable operating museum site. 


City Car 3s6l 


(St. Louis, 1927) 


The Chicago Aurora & Elgin Railroad shared 
with North Shore Line many characteristics— 
Chicago entry over “L” lines, similar double- 
end wooden and steel interurban coaches, a 
limited amount of carload freight traffic-- but 
even so, acar resembling North Shore’s 350 
type was rather out of place on CA&E. The 500 
briefly replaced standard interurban cars on 
the latter road’s 7-mile Batavia branch, but 
promptly proved unsatisfactory and went into 
retirement.* 

It was leased to North Shore Line in June 1942, 


repainted and renumbered 361, and placed in 
service between Waukegan and Great Lakes. 
Though nearly identical with the other city cars, 
different motors, control, and braking apparatus 
wereused. Its different handling characteristics 
caused it to be assigned primarily to trippers. 
Purchased by NSL when equipment assignments 
were unscrambled after the war, it was almost 
immediately scrapped. 

a ene 
*See “The Great Third Rail” (CERA Bulletin 105), 

page I-50. 


Car 361 entered North Shore Line service on June 10, 1942. It appears a few weeks 
later (below) at Clayton and County Streets enroute from Great Lakes to the north 
side of Waukegan. Removable headlight contained five bulbs and was unique among 
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Waukegan city cars. (JIB) 


Original purpose of the car, then 
numbered 500, was holding down 
the lightly traveled Batavia 
Junction (at left) - Batavia service 
of the Chicago Aurora & Elgin 
Railroad. It did not fit CA&E’s 
needs and spent most of its life 
in storage at Wheaton shops until 
loaned to North Shore Line. 
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Across the top of the page is a sequence of roller sign 
curtain readings covering the period of steel car operation 
on North Shore Line. Until the early 1930’s, train names 
were incorporated into the sign reading, the “drum” signs 
on the rear of principal trains being an additional device 
for identification. Route names were added to the sign 
after opening of the Skokie Valley trackage in 1926, 

After the Shore Line Route was abandoned, the route desig- 
nations became superfluous. Finally, some cars were 
equipped with a very brief set of station names which pro- 
vided for the needs of most but not all trains. (BN, RGB) 


INTERURBAN DESTINATION SIGNS 


North Shore Line’s wooden passengercars had 
no provision for roll signs. Plates on hooks on 
the front dash of the car were the usual method 
of indicating destination and class of trains using 
the older equipment. After 1926 these were sup- 
plemented by a “Shore Line Route” or “Skokie 
Valley Route” indication in the motorman’s cab 
window. 

All steel cars as built were provided with roll 
sign boxes in the end dash. Those rebuilt as 
“Silverliners,” however, had the sign boxes 
removed and plated over. Silverliners and the 
Electroliner trains used no form of destination 
sign, as they operated mainly in through main- 
line service between terminals. During the last 
few years of operation, roll signs in some of the 
unimproved steel coaches were also deactivated. 
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Coaches 


(Pullman, 1928, and 


The handsome orange and chocolate - 
maroon colors on cars 746 and 739 
(above) indicate North Shore Line’s 
glittering newest in 1928. They 
should--the cars had been approved 
for service only four days before 
being placed for the photographer. 
Paint scheme during the 1928-1938 
period included a brown roof. (GK) 


Light-colored arched ceiling con- 
trasted against paneled walls and 
gray Byzantine plush seats in 

the original stage of cars such as 
the 776 (at left). (GK) 


At top: Short-lived car 745 
held down Chicago-Mil- 
waukee runs for 19 months 
before being wrecked in an 
automobile accident. (GVC) 


Center: Distinguished from 
1928 models by such de - 
tails as ventilators, 1930- 
vintage coach 774 pauses 
at Skokie station. (GK) 


‘737-776 


Standard, 1930) 


February 1932 view at 
Dempster Street shows 
what must have been one 
of the earliest attempts 
at narrowing the gap be- 
tween coupled cars. Note 
also the unusual plating 

I: of the upper part of the 
anticlimber. (GK) 


« 


First changes in exterior appearance involved repainting in “Greenliner” colors: green on 
sides, letterboards, and side doors; pearl-gray through the side and end windows with 
bright red on the end doors, vestibule corner posts, and along three narrow bands running 
the length of the car. A gray roof topped off the job, while underbody remained in black. 
CERA special, made up of cars 758, 415, and 757, dates to September 17, 1939. (GK) 


COACHESHT37> 151 
(Pullman, 1928) 


The fifteen coaches in this series were re- 
ceived along with two diners and a parlor car 
from the Pullman Car & Manufacturing Company 
in 1928. The general style of the line’s earlier 
steel cars was followed, bodies being built to 
the same overall dimensions and identical elec- 
trical equipment being employed. A somewhat 
heavier truckdesigned for 35,000-pound center- 
pin loadings was used, incontrast to the 30,000- 
to-34,000-pound capacity of similar trucks on 
the other steel cars. 

The principal departure from the standards of 
earliercars was elimination of the upper window 
sash. A somewhat larger transparent window and 
a wider letterboard took the place of the trans- 
lucent figured glass panels used on the cars of 
1926 and before. 

For the first time on North Shore Line, each 
car was equipped with two lavatories, one for 
men and one for women. This was a needless 
use of space insuch asmall car and was changed 
to the usual plan in a subsequent rehabilitation. 


The eye-catching orange and maroon colors 
which are familiar even today tothose acquainted 


with the neighboring Chicago South Shore & South 
Bend Railroad had come to North Shore Line by 
the time the Pullmans were delivered. In 1938 
the Highwood shops begana program of repaint- 
ing passenger cars as “Greenliners” with gray 
and red trim. 

During 1940 the series began going through 
the shops for a complete “Skokie Valley mod- 
ernization” and received a new interior design 
which brought it right up to the standards of the 
day. An important change was replacement of 
the combination electric and circulating - hot- 
water heating systems with an all-electric sys- 
tem commanding a total of 27,000 watts of heat- 
ers per car. A false ceiling was added to per- 
mit forced-air ventilation through a duct just 
under the roof. New bulls-eye reflector lights 
operating in series from line voltage were in- 
stalled. A new floor covering and entirely new 
walkover seats were part of the modernization 
job. The interiors were made more spacious- 
seeming bya lighter color scheme utilizing 
painted finish and stainless - steel or chrome- 
plated hardware. Even details such as the lug- 
gage racks came in for changes to permit in- 
creased capacity. 

(Continued on page 147) 
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Soon after development of 
the “Greenliner” colors came 
the inauguration of “Skokie 
Valley modernization” 
treatments. During the years 
from 1940 to 1950, every 
car of the series was so re- 
built, the 741 (at left) being 
among the first. Most 
obvious exterior improve- 
ment was substitution of 


es | 9 CE see 


a louvered panel on the car 

side for the roof ventilators. 

Note also a different arrange- 

ment of framing around | 
the train doors. (GK) ; 


BALANCING SPEEDS OF THE NEWER CARS 
(Westinghouse 557-R5 motors, 25:52 gear ratio) 
SS 


Voltage 4-car Train l-car Train 
650 82 MPH 70.3 MPH 
600 77.5 MPH 66.8 MPH 
By 7/5) Ws Miers 65 MPH 
550 72.6 MPH 63.1 MPH 
525 70 MPH 61 MPH 
500 68 MPH 59.1 MPH 


The “Skokie Valley moderni- 
zation” was even more evident 
inside the cars. Lowering the 
ceiling was part of replacing 
combination hot water and 
electric heat with all-electric 
heat and forced ventilation. 
(GK) 


North Shore Line’s own forces developed a 
special detachable diaphragm which could be 
connected between cars toclose the gap but was 
still readily disconnected when approaching 
Milwaukee or Chicago to permit trains to nego- 
tiate sharp turns in the terminal cities. This 
“solid-vestibule” design, as it was called by 
the railway, utilized a portable floor plate of 
safety-tread steel and flexible canvas diaphragms 
mounted on a metal frame and equipped with 
latches for operation by train crews. 


The solid-vestibuling was the eventual result 
of experiments which had been made on cars of 
the series in the early 1930’s. These had in- 
volved building a boxlike frame around each 
train door to lessen, but not to eliminate entire- 
ly, the opening between adjoining cars. 


“Skokie Valley” modernized equipment had its 
debut with use of car 741 on Central Electric 
Railfans’ Association Trip 18 of February 18, 
1940. Thereafter the cars rapidly entered regu- 
lar service on Skokie Valley Route limited trains. 

Even the best of modern treatments eventually 
needs to be restudied, however, and thus a new 
rehabilitation program began in 1950. The age 
of the fluted-side, stainless-steel railroad car 
had come and North Shore Line’s green cars no 
longer seemed to be the most modern possible 
vehicles for accommodation of the highly com- 
petitive Chicago - Milwaukee passenger traffic. 

REBUILDING AS “SILVERLINERS” 

The railroad inaugurated aprogramof renew- 
ing certain coaches as “Silverliners.” Over the 
years from 1950 to 1958, 31 cars were so im- 
proved--seven of the 737-751 series, 21 of the 
752-776 series, and coach 409, tavern-lounge 
unit 415, and combination baggage car 251. 

Interiors received some further attention, but 
the most striking change was development of a 
new exterior color scheme. The portion of the 
carbody above the sill rail was repainted bril- 
liant red, while the lower parts of the sides, 
the numerals, and anarrow band above the win- 
dows was finished in silver. Gray paint was then 
appliedinacleverly designed mottled pattern be- 
low the windows inaconvincing imitation of light 
and shadow on fluted stainless steel. Roofs were 
dark gray, asonstandard cars, with a red crest 
painted on the roof ends of some early models. 

Three sections of skirting were applied along 
the lower edge of each car side to mask some of 
the underfloor equipment. The small sections 
adjacent to each vestibule, however, compli- 
cated maintenance and were occasionally omit- 
ted after overhauls. Railroad identification was 
provided by cast metal plates carrying the com- 
pany herald and mounted oneach side of the car. 

After completion of the first few Silverliners, 
an Ohio Brass headlight was obtained as a con- 
tribution to the streamlined image. This exper- 
imental model includeda brilliant beam for high- 
speed operation and two smaller lamps for use 


Latch for 
folded diaphragm 


Spring latch for 
coupled diaphragms 


Canvas diaphragm 


Friction latch for 
coupled diaphragms 


Removable step plate 


Solid Vestibule Passage 


as a dash illuminator or city headlight. But the 
old round-case headlights remained standard. 

One repainted Silverliner about 1960 briefly 
omitted the gray dappling as a cost-cutting ex- 
periment. A more common variation was use of 
an all-red end door on some cars. 

It was not characteristic for Silverliners to be 
confined to use in solid trains, although as the 
silver cars became numerous at least one could 
be found in most Milwaukee Division trains. 
Other than the 251, assigned to the regular pool 
of baggage cars, Silverliners normally appeared 
only in Chicago - Waukegan - Milwaukee limited 
service or on an occasional Milwaukee local. 
Every Silverliner was “solid - vestibuled,” ex- 
cept for the baggage end of car 251, but use of 
the diaphragms in the road’s last years was re- 
stricted mainly to special trains whose passen- 
gers could be expected to move between cars. 

COACHES 752-776 
(Standard, 1930) 

The 752-776 series composed North Shore 
Line’s lastas well as largest order of interurban 
coaches, While there were some changes from 
the previous set, such as reversion to trucks of 
somewhat smaller capacity, the cars were ba- 
sically a reorder of the 1928 models. Through- 
out their nearly 33 years of operation they quite 
generally shared service histories with their 
slightly older cousins. 

Three of the newest Silverliners, as well as 
one greencar of the slightly older 737-751 group, 
saw resale for further use after abandonment. 
Cars 749 and 755 were sold to John D. Horachek 
as agent for the Dlinois Railway Museum and the 
Seashore trolley museum respectively. The 756 
was sold to the Railway Equipment Leasing & In- 
vestment Corporationand is currently stored in 
Chicago. The Hyman-Michaels salvage firm ob- 
tained the remaining cars but resold the 761 to 
Bob Owen of Romeo, Michigan. Scrapping of un- 
wanted cars began at Rondout on October 28, 1963. 
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Coaches 752-776 


Drawing: LF, RGB 
Scale in feet 
3.5 mm = 1 foot 
5 10 


Finest (and final) stage of 
| rebuilding never was attained 
by twelve cars of the 737-776 
series. Those that were up- 
graded to “Silverliners” in the 
| 1950-1958 period came out 
of the shops gleaming in bril- 
liant red and aluminum paint. 
Car 756 (above) was one of 
| the first to receive the treat- 
ment. Red roof crest is 
barely discernible on nearest 
corner of car. (WBC) 


As soon as a few silver units 
could be assembled, they 
went on public display on 

Milwaukee terminal’s number 

one track. Common recent- 
day features include roof- 
mounted horns, “missing 
tooth” in the roof mat, and 
North Shore Line’s final 
type of “solid-vestibuling” 
diaphragm-—but definitely 
not the experimental Ohio 
~~ Brass headlight, which 
somehow never made the 


grade. (REH) 
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Diners: 
ATLA 


(Pullman) 


Handsome diner 419, at Highwood 
shops one day in the early 1940’s, 
displayed more streamlined lines 

than any of the older dining cars 

had achieved. (GK) 


These cars required no current- 
collecting devices, all trailers 
being equipped with jumper connec- 
tions to motor cars since the 1930’s. 
Mechanical department diagrams 

(at left) are from the collection 

of George Krambles. 


418 
t19 


1928) 


A few new ideas in 

| interior decorating 
were reflected in 
changed details 

every time a new set 

i of diners reached 
the drawing boards. 
Car 418 (at right) 
typifies the 1928 


420 


Pullman, 1928) 


Asa parlor-obs unit, the 

£20 carried orange and maroon 
ivery. Note detachable elec- 
ric markers--only fifty-cent 
cigar smoke, no kerosene 
smoke, on this platform! 


GK) 


ideal. (GK) 


DIN TNIGMGARS e4 oe AN DA 19 
(Pullman, 1928) 

Control trailer dining cars 418 and 419, with 
parlor-observation unit 420, were a part of the 
1928 car order and had the distinction of being 
the finest as well as the last of their type to be 
built for North Shore Line. 

Attractive wide windows, otherwise used only 
in chair cars, were part of the 1928 design. The 
two diners were alsocharacterized by a bank of 
kitchen windows with higher sills than allothers 
in the car, 


Rotating chairs pivoted to the 
floor appeared on North Shore 
Line only in car 420. But 
only four years passed before 
full parlor cars had to 

be discontinued. (CEK) 


Assignment of the two cars characteristically 
was to the breakfast, lunch, and supper trips in 
each direction during the 1930’s, with older 
diners 409, 414, 415, and 417 available as spare 
units or for special parties as needed. After 
cars 415 and 417 were modernized to include a 
tavern-lounge section in 1940, the 418 and 419 
took their turn as spare cars. It was thus un - 
necessary to give them the modernization treat- 
ment of the period, although they were repainted 
in “Greenliner” colors. Final disposition came 
in 1959, after years of retirement. 
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The Pullman smoking compartment-— 
capacity, eight passengers on up- 
holstered benches (at right)--was a 
rarity on interurban lines. North 
Shore Line utilized it only for the 

| five parlor-observation cars. 


CaR N¢& 420 


LENGTH Over Bopy 4 a 

LENGTH OF PLATFORM : Truck CENTERS t 

I WrHeel BASE Group N2 36 
Extreme WIDTH WHee. DIAMET: = OBSERVATION PARLOR CAR 

Raw To Toe Soret RCULEY BOARDS ra 7 Post Centers ‘7 

Rait_ To Botrom 0 Sits Ez TYPE of Roor CHIcAGo NortTH Shore 

‘ TRTE RIOR FINISH 

Tyee of HeArer HotWarer &Eecrric 

TYPE OF VENTILATORS Urivity MILWAUKEE RAILROAD ComMPANY 


1926 cRS-36 
BIT Se ESSE TINTS 


PARLOR-OBSERVA TION CARe2z20 
(Pullman, 1928) 


| Car 420 easily rated as North Shore Line’s Chair car service was discontinued in 1932. 
choicest chair car. Although similar outside to Stored until 1943, car 420 was vestibuled and 
the four 1923 and 1924 models, inside it sported equipped with coach seats, double-end controls, 
individual rotating armchairs instead of a “bowl- and two motors. Thereafter the unit operated in 
ing-alley” lineup of fixed chairs. Therefore it suburban service until abandonment. Subsequent- 
seated only 24, including the smoker. ly, it was purchased by anagent for the Seashore 
Like parlor cars 410-413, the 420 was atrail- trolley museum and journeyed to that property 
er and had controls at the vestibuled end only. at Kennebunkport, Maine. 


The 420 after its wartime re- 
building presented a handsome ex- 
terior, although not one expressing 
the magnificence of its earlier 
stage. Former observation end 
appears in the distance below. The 
interior, however, suggested the 
pressing need for more passenger 
cars that had prompted conversion-- 
58 seats in a large single com- 
partment. A rather plain salmon- 
colored paint job masked the 
necessary scars of interior re- 
arrangement. (WBC) 
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Within its first year of operation, a Chicago-bound “Liner” 
sped around the College Avenue curve in Milwaukee. (CEK) 
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THE STORY OF THE ELECTROLINERS 
CARS 801-804 
(St. Louis, 1941) 


The Electroliners were the logical completion 
of North Shore Line’s program in the late 1930’s 
to modernize its passenger rolling stock. Con- 
struction of the two Electroliner trains was 
authorized by court order to the receiver of the 
railroad on November 15, 1939, just one day 
after the first two modernized cars went into 
regular service, 

Tentative designs were drawn up and the job 
was awarded to the St. Louis Car Company, low 
bidder with a figure totaling about $300,000. 
Tests of motors, control, trucks, lighting, air 
brakes, and auxiliaries had to be run and those 
with the best characteristics selected. Color 
schemes, seating, and appointments were chosen. 
All details had to be determined before material 
could even be ordered. Assembly actually began 
in July 1940 and by November the bodies had 
been fabricated and electrical equipment in- 
stalled. Inthe final month the interior finish was 
added and the work at the builders’ wound up in 
mid-January, 1941. 

Train 801-802 was the first to be pronounced 
“ready” at St. Louis. With trolley poles wired 
down and special adapter drawbars and brake 
hose installed, the train was picked upby aTer- 
minal Railroad Association engine for transfer 
to the Alton Railroad at East St. Louis. Here it 
was coupled ahead of the caboose inan overnight 
freight and brought to the Belt Railway of Chi- 
cago, then sent over that line and the Milwaukee 
Road to North Shore Line at Racine—creating a 
big saving by delivery in Wisconsin, whichhad no 
sales tax. A merchandise dispatch motor com- 
pleted the towing job to Harrison Street shop, 
with arrival on January 22nd. Nine days later the 
second train arrived by the same route. 

Each of the four-body trains carried two num- 
bers although it was articulated throughout and 
had to be operated as a unit. The bodies of each 
train were designated as the A, B, C, andAl 
sections with the first mentioned normally being 
at the south end. The B section was the tavern- 
lounge car, the C section contained a single- 
compartment coach, and the A and A] sections 
were each divided into smoking and non-smoking 
compartments by a central vestibule. 

A new color scheme was developed for the 
Electroliners and used exclusively on them 


Westinghouse 1443-Bl 


during their service life. Principal body 
color was a medium blue-green trimmed with 
salmon-red stripes and solid red pilots. Letter- 
ing and alightning-bolt motif were applied in sil- 
ver edged in black. The North Shore Line herald 
was originally painted inthe same colors but was 
replaced by a cast plate with raised lettering 
after a few months of service. 

Interior colors were originally different in 
each of the four cars of a train, varying through 
pastel shades of coral, silver gray, and apricot. 
Murals on adifferent motif ineachcar—boy-and 
girl-and-linden-bough, old-time carriage, and 
“Dewitt Clinton” train patterns—provided dec- 
oration above the windows. This decorating plan 
was eliminated in a later reapinting in gray with 
simple maroon and navy longitudinal striping. 


Axle ground brush--provides electrical 
contact to avoid pitting roller bearings 


traction motor 
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Schematic Plan of Drive Arrangement 


(Four powered trucks per train) 


The tavern-lounge section utilized a tan color 
scheme with walnut and cork treatment of the 
bar. Murals on a gay animal motif dancedacross 
the paneling above the windows. 

Deeply upholstered tubular-frame, semi-indi- 
vidual seats in the coach sections were finished 
in colors to harmonize with the walls. In the 
tavern-lounge cars, special fixed seating ar- 
rangements were employed. 

(Continued on page 156) 


Trolley rope guide— 
prevents fouling 
with diaphragm 


Hinged diaphragm 


Ohio Brass #5 retriever 


Method of 
Eifandling 


Trolleys 


Electroliner designers achieved attractive and 
seemingly uncrowded interiors. 


At top: One of the center coach sections. (HBS) 


Center: An interesting space-saving feature 
was the curved bar. Note waiters’ uniform 
jackets designed especially for 

Electroliner service. (GK) 


Bottom: Barman’s view of his domain. (HBS) 


Deadman handle 


All-electric heat drawing power directly from 
the trolley circuit used a combination of floor 
and overhead duct heaters. Each train had two 
complete air-conditioning systems, each serving 
two cars from a 600-volt compressor located 
under a center unit. 

Other electrical equipment included the hot- 
water heater, stove, coffee maker, and refrig- 
erator in the tavern-lounge section, These aux- 
iliaries operated from a 208-volt motor-alter- 
nator. An unusual feature of the electric stoves 
is that they themselves produced no heat, being 
the primary of a transformer whose secondary 
was the base of the cooking utensil. 

The pilots were built into the framework of the 
end sections and covered with a heavy sheeting 
integrated into the design of the bodies. Original 
design placed the pilot 15 1p inches above the 
running rail to provide necessary clearance to 
third rails. A supplementary wheel guard was 
attached to the ends of the outermost trucks. 

There was, however, some difficulty with de- 
bris during vehicle collisions at highway grade 
crossings and it was found possible to restyle the 
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pilot, bringing it closer to the rails and farther 
back along the sides of the trucks. Also added 
were guard angles along the sides of the trains. 

Concealed behind a trap door in the pilot was 
an emergency drawbar which could be pulled 
out when necessary to deadhead an Electroliner 
behind standard equipment. There was no pro- 
vision for operation of an Electroliner in multi- 
ple unit with any type of car. 

The articulation of the Electroliners permit- 
ted a continuous passageway throughout the 
length of the train, even while negotiating the 
sharp curves in Milwaukee and on the Chicago 
“L.” Canvas diaphragms were used to close 
the passageway betweencars. These were hinged 
at the bottom so that they could be pushed back 
to permit manipulation of the trolley poles. 

Each train was driven by eight motors, the 
truck at the center of the train being unpowered. 
Motors were suspended parallel to the axles 
but were connected to the drive by a universal 
joint coupling instead of resting on the axle and 
being geared directly to it in the usual manner. 

(Continued on page 157) 
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All-electric heat drawing power directly from 
the trolley circuit used a combination of floor 
and overhead duct heaters. Each train had two 
complete air-conditioning systems, each serving 
two cars from a 600-volt compressor located 
under a center unit. 

Other electrical equipment included the hot- 
water heater, stove, coffee maker, and refrig- 
erator in the tavern-lounge section. These aux- 
iliaries operated from a 208-volt motor-alter- 
nator. An unusual feature of the electric stoves 
is that they themselves produced no heat, being 
the primary of a transformer whose secondary 
was the base of the cooking utensil. 

The pilots were built into the framework of the 
end sections and covered with a heavy sheeting 
integrated into the design oe the bodies. Original 
design placed the pilot 15 lf, inches above the 
running rail to provide necessary clearance to 
third rails. A supplementary wheel guard was 
attached to the ends of the outermost trucks. 

There was, however, some difficulty with de- 
bris during vehicle collisions at highway grade 
crossings and it was found possible to restyle the 
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pilot, bringing it closer to the rails and farther 
back along the sides of the trucks. Also added 
were guard angles along the sides of the trains. 

Concealed behind a trap door in the pilot was 
an emergency drawbar which could be pulled 
out when necessary to deadhead an Electroliner 
behind standard equipment. There was no pro- 
vision for operation of an Electroliner in multi- 
ple unit with any type of car. 

The articulation of the Electroliners permit- 
ted a continuous passageway throughout the 
length of the train, even while negotiating the 
sharp curves in Milwaukee and on the Chicago 
“L.” Canvas diaphragms were used to close 
the passageway betweencars. These were hinged 
at the bottom so that they could be pushed back 
to permit manipulation of the trolley poles. 

Each train was driven by eight motors, the 
truck at the center of the train being unpowered. 
Motors were suspended parallel to the axles 
but were connected to the drive by a universal 
joint coupling instead of resting on the axle and 
being geared directly to it in the usual manner. 

(Continued on page 157) 
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An excellent system of brake equipment, per- displacement of the handle. Fluctuations in pipe Electeclinercc 


haps the finest on any electric railway equipment 
of the time, was the Westinghouse Air Brake 
Company’s schedule HSC. The engineer’s valve, 
incorporating features of both straight and auto- 
matic operation, had five positions: release and 
running, self-lapping service, automatic lap, 
automatic service, and emergency. In stopping, 
brakes were applied by moving the handle grad- 
ually to the right until the desired degree of 
brake cylinder pressure was obtained, holding 
this position until decreased pressure was de- 
sired, and then gradually releasing by moving 
the handle back to the left. These manipulations 
were made inthe portion of the brake valve 
quadrant between release and full self-lapping 
service positions and directly affected straight 
air brake pipe pressure in proportion to the 


pressure then acted throughelectromagnetically 
controlled valves to regulate brake cylinder 
pressure. 

Inevent of afault instraight air operation, the 
engineer’s valve could be manipulated between 
the remaining positions to give normal automatic 
air brake operation bypassing the functioning of 
the straight air system and associated brake 
pipe and valves. 

The motor and control equipment on each 
train consisted of two complete four-motor 
systems operating in multiple unit, much as 
with two standard motor cars coupled together. 
The batteries and motor - generator sets were 
also provided in duplicate and were tied together 
to equalize the load on them. Either motor sec- 

(Continued on page 160) 
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tion could be cut out in the event of any equip- 
ment trouble, with the train continuing to oper- 
ate from the head end but using the motor and 
control of one section only. 

The system as designed provided for auto- 
matically operated field shunting on the last 
notch of the master controller. This equipment 
was not installed onthe trains. Even without the 
field shunts, the balancing speed (top speed on 
level tangent track in still air with normal line 
voltage) appeared to be about 78 MPH with a full 
load of passengers and somewhat higher with 
correspondingly lighter loadings. It was thought 
that cutting in the field shunting equipment would 
raise the top speed to about 105 MPH. Under any 
circumstances, however, the riding and sound- 
proofing qualities effectively made the speed 
seem much lower than it actually was. 

The third-rail beams and motor connections 
were applied after delivery of the trains to North 
Shore Line’s Milwaukee shops at Harrison Street, 
Within a few days the trains were ready for the 
test runs which are required by any new type of 
equipment to break it inand to accustom railway 
personnel toits actual operating characteristics. 
One of the first test trips from Milwaukee to 
Racine was opened to representatives of the Chi- 
cago and Milwaukee newspapers. A test run on 
January 31, 1941, brought the 801-802 over the 
“L” lines to Roosevelt Road and into North 
Water and Wells Street terminals to check the 
close clearances on tracks that might be used 
by the trains in service. 

A demonstration trip for civic, industrial, and 
press leaders was made on Thursday, February 
6th. One train started from each terminal and 
proceeded to Waukegan, where both met fora 
premiere luncheon. It was on the return of the 
Milwaukee party from this gathering that the 
803-804 developed a defect in one switch group. 
While the train was able to complete the run, 
the defective group had to be removed for over- 
haul and the train was held out of service until 
February 22nd. 

The first revenue passenger trip was made as 
the Central Electric Railfans’ Association Trip 
29, leaving the North Water Terminal in Chi- 
cago at 1:20. PMon Saturday, February 8th. 
With 144 passengers onboard, the 801-802 
pulled out into the teeth of a biting blizzard to 
give a demonstration trip that ran along to per- 
fection and gave the equipment a chance to show 
its mettle to an exacting and appreciative audi- 
ence. As a sidelight, the blizzard proved no 
obstacle to picture taking. 


On the preceding pages, the railway’s newest and 


shiniest eases around the sharp curve into 
North Chicago Junction station. (GK) 


On Sunday, February 9, 1941, the first Elec- 
troliner schedules went into effect, with cars 
801-802 expected to handle five daily trips and 
a “substitute Electroliner” made upof a tavern- 
lounge car and modernized coaches handling the 
other five trips. Unfortunately a Chicago & North 
Western Railway freight train derailed due to a 
broken axle on the Ryan grade crossing and com- 
pletely blocked the North Shore Line main for 
about eight hours. 

This unforeseeable event completely disrupted 
the car service and required the use of standard 
equipment on Milwaukee Division trains until a 
single track could be restored to service. Soon, 
however, the available Electroliner was placed 
on its scheduled runs again and within two weeks 
the second Electroliner entered service. 

Throughout the almost 22 years of their oper- 
ation on North Shore Line, the two trains each 
rolled up nearly 450 miles of revenue service 
daily. During World War II, infact, each “Liner” 
frequently made a sixth trip over the main line 
on Sunday evenings, leaving the terminal at 
10:30 PM to handle the late evening crowds. 

It was, of course, occasionally necessary to 
withdraw one of the trains at a time for over- 
haul. During the last several years, even nor- 
mal weekly inspections were accomplished when 
the trains were normally scheduled to be on the 
road, Changing these inspections from the night 
hours to daytime periods on weekdays permitted 
withdrawal of anight crew at the Harrison Street 
shops in Milwaukee, where most of the Electro- 
liner repairs were made, 

On afew occasions after the inaugural revenue 
trip set the pace, one of the Electroliners was 
chartered for serviceon a railfan inspection 
trip. Whenever a “Liner” was removed from 
its scheduled runs for any reason, a tavern- 
lounge unit and several coaches were substituted. 

The Electroliner assigned to the 5PM trip 
from Chicago onthe last day of North Shore 
Line service completed its work upon arrival at 
Milwaukee and then proceeded directly to High- 
wood shops. Meanwhile, the 8 PM trip from 
Chicago finished the railway’s food service by 
carrying a standing load of passengers to Mil- 
waukee. The equipment on this train then closed 
out the streamliner era on North Shore Line by 
leaving Milwaukee shortly before midnight as.a 
North Chicago Junction sailors’ special enroute 
to the Highwood storage yards, 

But the useful life of the Electroliners had 
not then ended. Announcement that the trains 
had been sold to the Philadelphia Suburban 
Transportation Company came during the fall of 
1963 and by early November they were on their 
way to the “Red Arrow” line. PST intended to 
use them in rush-hour express trains between 
Norristown and the city terminal at Upper Darby 
asa supplement to itsown famous “bullet” cars. 
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Trolley-battery 
locomotive 456 
enters Pettibone 
yard ina 1928 
view. (GK) 


Locomotives 
455 and 456 
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The battery 
jobs were North 
Shore Line’s 
longest and 
heaviest two- 


truck power. 
(GK) 


The 456 again, as it appeared 
with the simplified lettering 
and green, rather than 

black, paint job of later years. 


Locomotive +57 


(General Electric, 1929) 


The 457 was a 1942 acquisition from the 
Arkansas Valley Interurban Railway. Although 
not identical to older North Shore Line 
steeple-cabs, it fitted neatly into the picture 
and was operated interchangeably with 

units of the 452-454 series. 


Cars Numeereo 457 It appears (at right) in a neat black paint job less 
crour ne 404 than four months after entering service. 
Locomorive Evident here is North Shore Line trolley arrange- 

al ceed lapeapidlaltatccet3 ment--one wheel trolley for switching, one 
ir . - . 
T6e. cPe3o |foucr i925 LETTE HIUWAUREE RAILROAD Cet shoe trolley for mainline running, both of them 
GE LP STRAIGHT S AUTO . 
JAN. 1942 cas-404 reversible--and frequently both were used together 
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Shiny “new” freight locomotive 458 had been in North Shore Line service only 
two months at the time of 1948 photo above. But several years’ work on the 
Oregon Electric had preceded its arrival in the Midwest. 


Locomotive +58 


(Oregon Electric, 1940) 


North Shore Line was im- 
partial in assigning the 
salmon-red advertising 
slogans to the green sides 
of the 458--freight blurb 
on the right, “Travel the 
ELECTROLINER Route” 
on the left, and, of course, 
the NSL herald promi- 
nently featured. (GK) 


Transfer work on the 
Mundelein branch ac- 
counted for a freight 
perhaps longer than 
North Shore Line’s aver- 
age drag. Over-the-road 
operation normally called 
for use of two trolley 
poles whenever there were 
more than a few 

cars. (GK) 


Changes made by North Shore Line in minor 
items of hardware are indicated by a com- 
parison with this view of the engine among the 
conifers of its original home. (ET) 


The story of Oregon Electric’s construction 
of this locomotive (and some similar ones— 
see next page) has often been told. Suffice 

it to say that OE used a considerable amount 
of mechanical and electrical know-how, 

as well as the retired passenger-car motors 
and trucks, in the job of producing its strong- 
muscled freight haulers. The Fort Dodge 

Des Moines & Southern obtained three other 
Oregon Electric rebuilds in 1947. 
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The meaning of articulation strikes 
most forcibly when one sees such 
a locomotive in disassembled condi- 
tion, as the 458 at left in Highwood 
shops. (JWK) 


North Shore Line’s 459 and other 
Oregon Electric rebuilds antedated 
the railroads’ swing to general- 
purpose diesels but utilized a 
similar placement of cab between 
massive, squarish hoods containing 
the equipment. Visibility problems 
in making switching moves were 
virtually eliminated by this approach 


Locomotive <i BS =) more nearly resembling the typical 


steeple-cab electric. (BJM) 
(Oregon Electric, 1941) 
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Awaiting its turn for a reconditioning job in Highwood shops 
(GR) 


(above) is former Oregon Electric #51. 


Upon completion it took the number 459 and spent fifteen years 
hauling North Shore Line freights--but only one day in passenger 


service, on Central Electric Railfans’ extra in 1961. (RGB) 


sacnccm ass ear 


By the 1960’s, a cupola was 
no longer regarded as an 
indispensable part of every 
“little red caboose,” and 
North Shore Line had scalped 
some of theirs. Bald caboose 
1002 (above) trailed the 
Skokie Valley peddler around 
the Oakton curve six months 
before the end of service. 
(RGB) 


Final caboose acquisition was the 1006. 
A 1960 lineup at Pettibone showed the 
similarity of 1006 to the 1002 and 1003 
(at right). (RGB) 


As freight business built up, North Shore 
Line augmented its original two side-door 
cabooses with more modern ACF-built 
units. Four, including the 1003 (above) 
came in 1927. (BN) 


F. J. Sherwin, president of the Chicago Hardware 
Foundry Company adjacent to Pettibone yard in 
North Chicago, obtained the 1002-1004 late in 1963. 


Cabpooses 
LO02-1006 


(ACF, 1927-1929) 
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Many of North Shore Line’s 
freight cars were either 
designed for use in the piggy- 
back service or were rebuilt 

to haul the truck-trailers 
toward the end of their careers. 
One that never saw such ser- 
vice, however, was dyna- 
mometer car 610 (at left), 
which served from 1925 to 
1952. Solidly built platform 
could be set to different levels 
and was used in installation 

of the Skokie Valley Route 
catenary. 


Two cars built at the same time as the 610 
were fitted to pay out messenger or trolley 
wire. The 611 and 612 (at right and below) 
were made into flat cars in 1944 and 
remained on the road for another decade. 
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In the same series, car 609 (not shown) 
came to North Shore Line as a ditcher. 
Stripped down to an ordinary flat car, it 

survived in work service until the end. 


E'lats 


The bulk of North Shore Line’s 
freight cars were always re- 
stricted to the home road and 
not interchanged with connec- 
tions. There was, however, 
an occasional special-purpose 
exception, as with three ballast 
gondolas (not shown) acquired 
second hand from the Santa Fe 
in the 1940’s for the express 
purpose of hauling crushed 
rock from an off-line quarry 
at Ives, Wisconsin, to sites of 
track-ballasting work. 


North Shore’s 1500 series consisted 
entirely of truck-trailer flat cars, The 
original four, numbers 1500-1503, 
arrived in 1926 (above). The 1502 and 
1503 were sold to Chicago Rapid Transit 
in 1938 and became work cars—a flat car 
and a weed killer--for Chicago Transit 
Authority. The 1500 and 1501 remained 
with North Shore, hauling Electroliner 
trucks from Harrison Street to Highwood’s 
repair shops, but upon abandonment 
went to CTA to finish off the series. 


Longer units 1504-1513 (at 
Cars N21504-15)3 left) were received by 
Grove N® Il) North Shore Line in 1927 and 
remained in truck-trailer 
emnieacra NON SCs service until its discon- 
& tinuance twenty years later. 


DATE Buict JULY 1327 MILWAUKEE RaiLroap Co. 
CAR BUILDER 51D. 5ST, CAR Co. 


GENERAL DIMENSIONS GENERAL INFORMATION 


SPECIAL FLAT CAR 


Fifteen 41-foot steel gondolas (at right) went 
into service in April, 1923. By World War 

II the on-line sand and gravel traffic had 
vanished and the 5000-type cars saw conver- 
sion for use in the booming business of hauling 
semitrailers. A fleet of 59-foot special flat 
cars was the result; some survived the end of 
“piggyback” and remained on the property 
until abandonment. 
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Insofar as information has been available, we 
have attempted to present main line and yard 
track arrangements as they existed at all times 
during North Shore Line’s long history. 


Features existing at the time of abandonment 
are indicated by one type of symbol, as indi- 
cated below. Features which represent older 
arrangements removed before the time of aban- 
donment are shown by other types of symbols, 


Drawings: CHARLES W. GREELEY 
Compilation: ROY G. BENEDICT 
Data: RGB, GVC, RDG, JBD,C WG, WCJ, CEK, 
GK, FJM, WER, WDR, PS, WW 


Complete Legend 


In addition to the complete list of symbols shown here, condensed legends are 
provided throughout the following pages as an aid to the reader. 


FEATURES OF THE NORTH SHORE LINE 


Track--Trolley, Catenary, or Unpowered (Various second- 
ary tracks not used in passenger service had no power) 

Track-- Third Rail 

Power Operated Switch 

Spring Operated Switch (Normal position indicated only for 
principal main line switches) 

Hand Operated Switch (or Spring Switch in secondary tracks) 

*Automatic Block Signal 

*Manual Block Signal 

*Switch Point Protection Signal 

*Interlocking Signal—Color Light 

*Interlocking Signal--Semaphore 

*Interlocking Dwarf Signal 

*Manually Operated Crossing Gates 

*Automatic Crossing Gates--Standard Automatic model 

*Automatic Crossing Gates-—-Griswold model with Flashers 

*Automatic Crossing Gates with Overhead Flashers 

* Automatic Crossing Flashers 

*Automatic Wigwag 

*Automatic Illuminated Crossing Sign 

Low Level Passenger Platform 

High Level Passenger Platform 

Ticket Office 

Passenger Parking Lot 

Substation 

Section House 


Interlocking Tower 


Yard Limit 


Features Existing at 
Time of Abandonment, 
before Time of Abandon- 
ment, January, 1963 


January, 1963 
Features Removed 


Shop or Carhouse 
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NATURAL FEATURES 
Interstate Route Marker 
Federal Route Marker 
Tllinois Route Marker 
Wisconsin Route Marker 


County Route Marker 


fonanre 


Watercourse 


FEATURES OF OTHER RAILROADS 


ae -~~--+--, Electric Railroad or Car Line 


~~~ Non-Electric Railroad 


STANDARD ABBREVIATIONS 


qe Installed 
Yr. Removed 
p. Prior to or During 
c. About 
a. After or During 
b. Between or During 
=] Area in which Detail Map shows Complete Track Layout 
8 Number of Map (Index, page 172) 
7h Number of Adjoining Map 


*Signals and crossing protection are shown only as they existed at the time of 
abandonment of each respective route, Previous arrangements do not appear, 


The names of passenger stations and stops appear on the maps in CAPITAL letters. 


The names of features removed before 1963 are enclosed in parentheses. 
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Church Crossover: i, p. 1947 ‘ 
Public Service Co.: i. b. 1926, 1931 


437 SKOKIE—DEMPSTER ST. (NILES CENTER): i. 3/28/25 LB 
Tk (Rapid Transit Terminal Tracks): r. 1951 


Main line to this puint completed 2/1/25 


(Niles Center Rd. Crossover): i. 1925; r.b. 1954, 1956 


(Main St. Gauntlets): i. b. 1925, 1931; r.b. 1947, 1954 
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Power Operated Switch 
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Inspection Shop - 2 tracks: i. 1943 in a portion of 
the old Power Station rebuilt at that time. 
Emergency Track: i. 1904 
East-West Tracks North of Freight Repair Track: 
Freight Repair Track: i. 1905 ST. MARYS OF THE LAKE: 
Inside Loop Track; i. 1905 
Loop Track 
Cinder Track; i. 1904 
South Barn #1, #2, #3, #4: i. 1898; east portion of 
barn i. 1906; tracks realigned as shown c. 1906. 
North Barn #1, #2, #3, #4: i. 1899 
Tracks #5,#6: i. 1906 


West Yard Tracks Inside of Loop: 
#1,#2, #3, #4,#5: i. c. 1904; south ends i. b. 1910, 
1916, 1946 
Speeder Shop Track: i. c. 1946 
Yard Track: i. b. 1916, 1946 


East Yard Tracks West of Waukegan Avenue: 
Fi, #2: i. 1909 ( Temporary Trackage for Eucharistic Congress 
Three Yard Tracks: i. b. 1916, 1946 Gaara: Cage Actes care ey 

i. p. 1926, r. a. 1926 


PS 18 ee 
FOR MA Foot Scale AND 19 Existing 1963 Removed Before 1963 
0 500 1000 1500 2000 2500 
iY) Yard Limit 
esi Riay INOS IONE ECS Ue North Shore Line Track - Xs Shep On errs 
————— Trolley, Catenary, or Unpowered ST Track Scale 
EEE j 
Third Rail (ar {or Merchandise Dispatch House 
epee eee Power Operated Switch Electric Railways 
af 69) ( Block Signals ; a oe fe he = Railroads 
} 165 fey Switch Point Protection Signal 
a Interlocking Signals 8 Nomber of Map 
Mk \K (\sk) (\") Manually Operated Crossing Gates 7 Number of Adjoining Map 
Automatic Crossing Protection i Installed 
ar Henin Low Level Passenger Platform Ramored 


lppanaal am High Level Passenger Platform E : 

au z 325 Prior to or During 
Ti 
icket Office c. About 
<5 Parking Lot i 

TW. a, After or During 

aX Substation : 
ie SA A b. Between or During 

> Section House 


FA 
x 
& ; | EA Area in which Detail Map shows 
Eesnoching Lover Complete Layout 
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TRACK INFORMATION FOR PETTIBONE YARD AREA 
NORTH CHICAGO 


Camp Moffett: i. p. 1954 

Class. Caboose Track: i. p. 1954 

Class. Tracks #1 thru #8: i. p. 1931 

Class. Track #9: i. p. 1936 

Class, Tracks #10, #1l: i. p. 1956 

West Engine House Track: i. p. 1936 

East Engine House Track: i. p. 1936 

Back Lead (Rip Track #12): i. p. 1936 

M. D. Lead: i. p. 1936 

Commonwealth Ave. East Track: i. p. 1936 
Commonwealth Ave. West Track: i. p. 1936 
Chicago Hardware Foundry Co.: i. p. 1936 


+ 


TRACK INFORMATION FOR EDISON COURT - GLEN ROCK 
AREA - WAUKEGAN 


(Public Service Co. ): i. p. 1931, r. p. 2/21/1958 
Public Service Co.: i. 2/21/1958 
Edison Court Team Track: & 1917 
(Cornelia St. Main Lime Crossover): r. 1955 
Cornelia St. Crossover: i. 1955 
(Washington St. Main Line Crossover #37): i. p. 1912, 
py aL 
Washington St. Main Line Crossover: i. 1955 
Edison Court M. D. Track: i. p. 1931 
(Connection to Washington St. City Line): i. 1905, 
curve r. a. 1942 
(Washington St. City Line): Crossing i. 1905, r. a. 1942 
Glen Rock Crossover: i. p. 1947 
Pit Track: i. b. 1954, 1956 
Passenger Storage #1: i. b. 1931, 1936 
Passenger Storage #2: i. b. 1954, 1956 
Passenger Storage #3: i. b.. 1954, 1956 
Layover Track: i. b. 1941, 1947 
Waukegan Steel Sales Co.: i. 1954 
Dugdale Road Switching Lead: i. p. 1936 
Shore Line Lumber Co. #1, #2: i. p. 1931 
Dugdale Road Team Track: i. p. 1947 
American Can Co,: i. 1956 
Glen Rock Track #1: i. b. 1947, 1956 
Rynksel Coal #1: i. p. 1931 
(Rynksel Coal #2): i. p. 1931, r. b. 1954, 1956 
Crane Co.: i. b. 1931, 1936 
Glen Rock Team Track - Braun Bros. Oil: 
i. b. 193517, 1936 
(Sackman Lumber): i. p. 1931, r. b. 1931, 1936 


OKLAHOMA AVENUE TO MILWAUKEE TERMINAL 


Local stops i. p, 1929, r. b. 1947, 1954 in Milwaukee. 
Milwaukee Terminal ( 6th & Michigan Streets): i. 9/15/1920. 


Oklahoma Ave. Scott St. 

Kinnickinnic Platform Washington St. 

Harrison St. * Mineral St. 

Arthur St. Walker St. 

Chase Ave. National Ave. * 

Lincoln Ave. Pierce St. 

Grant St. Park St. 

Becher St. Virginia St. 

Rogers St. Florida St. 

Burnham St. Oregon St. 

Maple St. Canal St. 

Mitchell St. * Fowler St. 

Lapham St. Clybourn St. 

Orchard St. Milwaukee Terminal * 

Greenfield Ave, * (5th & Grand) r. 1920 

Madison St. (3rd & Wells) r. 1920 
* LIMITED STOPS (2nd & Grand) r. 1920 

oe 
FOR MAPS Foot Scale 20 AND 21 
0 100 200 300 400 500 
CO ——— — ] 


Removed Before 1963 


Existing 1963 
North Shore Line Track - 


at (f) Block Signals 
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t { Interlocking Signals 
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fap Parking Lot 

* mg Substation 

4d Yard Limit 
RX Shop or Carhouse 
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Railroads 


For other symbols, see complete legends. 


Trolley, Catenary, or Unpowered 


Realigned c. 1926 


Pettibone Yard Lead 


Downey’s Crossover: 
i. p. 1947 


REAT Lasces— DOWNEY ne 
WEST: i. b. 192 29 


Downey's Baggage 
Track: i, 1942 


{Camp Dewey: i. p. 1954 


Downey’s Storage: i. 1942 


South of Dowmey’s 
Crossover: i. p. 1947 


(Great Lakes Storage Track): 
i, p. 1931; r. b. 1956, 1959 


(Downey's City Car Crossover): 
i. 1942; r. b. 1954, 1959 


(DOWNEY’S CROSSING -- VETERANS’ 
HOSPITAL): i. p. 1912; r. 7/25/55 


PAOMOCALIE SETS ANG Rentet vise se necence 


Great Lakes Passing Track: 
i. p. 1931 


(Great Lakes Storage Crossover): 
i. 1942; r. b. 1947, 1956 


(South of Downey’s Crossover): 
1. p. 1947; 7. bd. 1954;.1959 


(Great Lakes Tail Track): 
A NG 1931s rab) 1956011959 


C&NW Interchange - Great Lakes: 
i, 1930 
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O (Crossing): r. p. 1958 
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(Alignment r. c. 1926) 


Ghicago Hardware Foundry: i. p. 11912; r.b. 1959,1961 ; 
3 eA aaah ll apag pier acne} te North Chicago M.D. 


| i,c. 1918 


om 


i,a. 3/1/43 


r. a. 3/1/43 
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Present-day Track Numbers—~> 


Camp Moffett: i. p. 3/ 1/43 


ettibone Freight Yards 


r. b. 1959, 1961 


Chicago Hardware 
Foundry Connection 
i, a. 3/1/43 


i,@ 3/1/43 


Heating Plant: i. p. 3/1/43 \\ 


Caboose Track: i, a. 3/1/43 


pe 


Track: 


Back Lead—Rip Track 


. S\N Engine House 
BSSSSSSSQNN 
—<——— Wheel Track 
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4 
Existing cut-in to single track: i. b. 195%, 1959 
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rossover #28): i.1906; r. b, 1947, 1956 


¢42} 
) i 


CAGO JUNCTION (VALLEY JCT.): i. p. 1908 
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Camp Barry: i. b. 1947, 1954 


(GREAT LAKES—MAIN GATE); i. p. 1908; r. 7/25/55 
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i ps 19055 eet fcos 55 


(No. Chicago Barn Cross- 
over #30): i. p. 1947, 
x. b. 1947, 1954 
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(WAUKEGAN GOLF CLUB): if 
&) 


y, 5 ( BONNIE BROOK): 


i. p. 1929; r. b. 1941, 1942 


i. p. 1908 
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These arrangements 
removed in 1917 - 18 
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Glen Flora Crossover: 
ie Ds L947, 


i, 


Glen Flora Ave. 
is p. 1931 


Team Track: 


EJ&E 


i 
Victory Memorial Hospital t 


Western Ave. 


\Gien Flora Ave, 


(Glen Flora Hospital Spu 


GLEN FLORA AVE. ; WAUK.: OOPS PTT T Te SEPT PTE TALI PTT ee Pe hae ee) ff Sh id R. S 
i. p. 1912 oc Bi eridan Road): 
4 J, i, 1917 So : 4.1917 4 i. p. 1931, x b. 1931, 936 
< 
In Service 2/1918 <= % : 
: d 
9° 
3 4 I 
7 | $+ 
\ ce, a $+ | 
RIDGELAND AVE. , WAUK.: | l Ridgeland Ave, :; wn ; 
i, p. 1929 : eh if | 
(Grand Ave. Tail - Team Track #2): Gillette Ave. *: \ 


i, p. 19313 r. b. 195421956 


x 
32) Grand Ave. Team Track #1: 
Wel pelo: ) 


ti, a, 1917 


1917 


i. p. 1901 


oi 
GRAND AVE,, WAUK.:  %)....005. 
i. p. / 
3 urve Only i./ 190 
¥ . Ro sh irs : } 
py : 
132 : 
\Siae x J 
Downtown Waukegan 
Trackage Arrangements 


of World War I Period 


23 2A 


Grand Ave. Lumber & Supply Co. : 
i. p. 1932 


St. 


(P.uS. Cot): 
i. p. 1931; r. p. 2/21/1958 
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EY AVE. ): 
198 ir. b. 1941, 1942 
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BELVIDERE ST., WAUK.:."" 


a at a = 
/ } McKi 
i. p. 1912 . | ge icKinley Ave, :: ; 


37North of here, f 


frequent stops were made: 
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Sackman Lumber, Acme Coal, ) 

Sandstrom & Bairstow ew , a4: 

(Dugdale Road Stub Track): ¥ 192! i b. 1942, 1947 
i. p. 1931 


{ 


AV. & MAY ST,): 
1929,+r. b. 1942, 1947 


METERY GATE, WAUK.): 
29, fr) b. 1941, 1942 


(8TH ST., WAUK.): 
i. ps 19] 4ze7; be 1941, 1942: 
9th St. Team Track:: 
i. p. 1931 Nay 


ii (SO, CEMETERY GATE, WAUK.): 
Si, p. 192% ©. b. 1941, 1942 


10TH ST. , NORTH CHICAGO: 

i, p. 1929 bid 
Economy Coal #1, #2: 4 

i. b. 1947, 1954 

North Shore Foundry, Cities Service:", 
1.) (b52932501936 


! (10TH/ST. , NORTH CHICAGO): 
i, p. 1904, r. 7/25/55 
(10th St. Team Track): 

fs Moke eg 
(12TH ST,, NORTH CHICAGO): 


Cc eae aa Cc Ag re ' [) ip. 1916,- x. bs 1942; 1947 


12tn St. Switching Lead; 


Phillips Petrole os 
a Boe i, p. 1954 


i. b. 1942, 1947 
“Thirty - Three’’ (Crossover): 
in pyl9Il2, swased 916 
Central Fuel & Coal Co. (A. Grozbowski): 
i, p. 1931 


4TH sr NORTH CHICAGO: | ] ¥ 4 “\" (Abbott Labs): wy 
i. pe vi i, bf 1912, 1931 735 
6 NS r. b. 1936, 194K u) 


5 10th St. Crossover - RH 
465 \i. 1905 
¥ NORTH €. 
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in HARRISON ST. (CITY LIMITS): i. 1908 Be 3 : 
Harrison Avenue tor ! yee, Paste rt : 


Wella Street 


M.D. Tracks: i. p. 1919 a | 


(Grove St.) 
treet) 


tes a 
(Team Tracks): i. b. 1919 ae South End of Double Track: r.c. 1923 
4, 1924 : ; 


Hastison Crossover: i. ©..1923 


5th St. 


(3RD & WELLS): i. b. 1914,1918; r.9/15/20 
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(2nd & Grand Grossover): i. 1908: r.e. 1950 


2nd Street 


4th Street 


Harrison Southbound 


| ea aa >) (2ND & GRAND): i. 1908; r. 9/15/20 
he YD tf i: 
. \ ®@ | [] y WW, Wisconsin (Grand) Avenue 
W/L 


J Toate 
bat 


\ haters -_——_— + 


Harrison Northbound Siding: i. c. 1923 
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(SYCAMORE ST): 1.. 1914, 1918; r.9/15/20 |: ? / 
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— - ; Michigan (Sycamore) 

Puzzle Switch Crossover: i.c. 1923 Street 

~, 
carw aoe any: 
oe EE hes we 

a a a 

~~-(Milwaukee Crushed Stone Co,Trestle Track): i. 1922, r.19 Milwaukee Coach Storage 
(M.D. Station): i.1910 4 


Track Numbers— 


6th Street 


(KINNICKINNIC »PLATFORM): i.c. 1924; 1.1951 cat ne |: Jena 
MILWAUKEE TERMINAL: f agar ie ae 

Ha (Crossover)# r. 1954 

Milwaukee Division cf ia 
i. 1908 ae) oS pee 


-_ . > - > cae ao 
Se eee F "GE Clybourn Street 


(1st Avenue) 


TRACKS IN EAST YARD AT HARRISON 
In geographical order from north to south: 


Wye: North leg i.p. 1919; south leg i. c. 1923 

Substation Track: i.p.1912; realigned with switch 
to south c. 1923 

Car Barn #4; i, 1908; realigned with switch to st tion Crossover): i. 1910 
south c, 1923 

Car Barn #3; i. 1908; realigned with switch to 
south c. 1923 

Car Barn #2: i. 1908; realigned with switch to 
south c, 1923 

Car Barn #1 (Wye): i. 1908; north leg r.c. 1923 

Storage Track (Trailer loading): i. p. 1916 

Storage Track (Trailer loading): i. b. 1919, 1924 

Storage Track (Trailer loading): i. b. 1919, 1924 

Storage Track (Trailer loading): i. b. 1919, 1924 

Material Track: i. b. 1919, 1924 

Store House Track: i.p. 1916 


Storage Track: i. b, 1919, 1924 y : 


6th Street 
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